0.7 


3 ‘August 17, 1918 


siesies 


THE TRAFFIC WORLD 


we 


g TRAFFIC WORLD 


4 sting teat fs A giles yp bm aaah oe ent. transportation | 

— « national 
in s as urnal, of impor pon He an oe | 

Issued every Saturday by 

THE TRAFFIC SERVICE BUREAU 


Colorado Bulidin 418-430 S. Mark = 
Washington, D. a Giinean - 


Copyright, 1918, by The Traffic Service Bureau 


& F. Hamm, WILLIAM C. TYLER, 
President Sec’y and Treasurer 


Hewry A. PaLMeERr, Zditor E. C. Van ARSDEL, Manager 
hen eres, ae pee in eivense and renew auto- 
1) unless - 
= . given - bublis her, : specific notification to con 
rem. nees shou made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 
New York exchange. We have to pay exchange on checks on 
outside banks. 
TERMS OF SUBSCRIPTION 


Me YORE ..c6bs ccdcbccnsdndoecdaraedeesndukseceesssssees. 00s 


Six months ....... eéevaaverus nar 


Advertising rates will be made known upon application. 


Vol. XXII, No. 7 Saturday, August 17, 1918 
——EE=E=E=e===—=“_lOl_e—— 
THE CLASSIFICATION HEARING 
No one accustomed to attending Interstate Com- 
merce Commission hearings could fail to be im- 
pressed with the speed and “snap” with which the 
present hearing before Examiner Disque on the pro- 
posed consolidated freight classification is moving. 
This, doubtless, is due to the predetermined sched- 
ule and the necessity of keeping as far as possible 
to that schedule, even by working extra hours in 
the day. Some of the skeptical have been disposed 
to think that the short schedule was an evidence of 
a pre-determination also to put through the classifi- 
cation as prepared without. much regard for fairness 
to the interests affected other than was paid in the 
primary work of preparation—in other words, that 
the present hearing is more or less of a hippodrome, 
and that the idea is merely to make a showing of 
giving consideration to the wishes of shippers. But 
those who visit the hearing are undeceived in this 
respect, for, in spite of what might be called the 
whip cracking, expedited methods used, there is 
an evident spirit of fair play and desire to learn the 

facts, 

The speed at which the hearing moves is due, in 
great measure, to the presence of Mr. Colquitt, the 
Commission’s classification agent, who has deep 
knowledge of classification matters, and who uses 
that knowledge and his clear mind and forceful man- 
her to define the issues to the end that there shall be 
the most intelligent and most expeditious possible 
Presentation and consideration. Not always, indeed, 
does Mr. Colquitt’s exercise of his function result 
mM a shortening of the proceedings, for, while he 
Separates the wheat from the chaff and prevents 
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much of what is immaterial from going into the 
record, he also acts as a friend of the people and 
frequently serves to make the point for a weak and 
halting brother who either is not sure of his ground 
or is backward in his manner of presentation. The 
pertinent facts are what he is after for the Com- 
mission. He and Examiner Disque make a splendid 
team, and it is to be regretted that more hearings 
cannot be conducted in this fashion. : 

It is evident that there will be considerable dis- 
satisfaction with the new consolidated classification 
when it is put into effect, but this would be the case 
with any consolidated or uniform classification. 
Some must suffer for the general good. But that 
there is any disposition to ride, rough-shod, over 
anybody or to disregard his tale of suffering with- 
out effort to apply a remedy, we believe is untrue. 
Those who have sneered at the present hearings or - 
refrained from taking part in them on the theory 


-that to do so would do no good, since everything 


was prearranged, we think have made a mistake. 
What will be done with the objections made by 
shippers, other than the corrections that are made 
on the spot in the cases of obvious unfairness, we 
do not, of course, know, but we do know that pro- 
testants are listened to with consideration and are, 
apparently, allowed to put anything into the record 
that is pertinent. 

Though we have spoken of the speed with which 
the hearing is moving it may be cited as proof that 
it is not blindly keeping to the schedule, regardless 
of the needs of those who have protests to make, 
that already it has run somewhat behind and several 
interests will have to be heard at separate hearings 
after the schedule is completed. It is a pleasure 
to say that it is our observation that this, perhaps 
the most important hearing, in both its immediate 
and its ultimate aspects, ever held by the Commis- 
sion, is being conducted with an orderliness and 
time-saving method, as well as a spirit of courtesy 
and consideration on both sides, that are marked. 


MORE COORDINATION NEEDED 


It is gossip, which may not be reliable, that the 
boats of one of the coastwise lines, not part of a 
railroad system, are going from port to port with 
less than full cargoes.. The reason assigned is that 
shippers will not use the water line while water rates 
are as high as all-rail, because water rates as high 
as rail constitute a less desirable service. The the- 
ory on which all-water rates have been made as 
high as rail, and on which it is proposed to make the 
differential route rates as high as those via the stand- 
ard, is that the value of the service to the shipper is 
just as great. But if the boats are going back and. 
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forth light there would seem to be something wrong 
with the theory. 

It has been argued that the people in the Dakotas 
and in Texas will pay as high a rate for lignite as 
for coal on the theory that they will pay what the 
lignite mine operators think is an extortionate rail 


charge rather than freeze. The lignite operators, 
however, since the enormous rate increases have 
gone into effect, find that people will not pay as high 
a carrying charge for lignite as for coal. They may 
freeze next winter, but just now they refuse to buy 
lignite, the transportation charges on which make 
the cost for the same number of heat units in lignite 


much higher than for coal. 


Thousands of times, at rate hearings, railroad 
lawyers and railroad traffic men have asked shippers 
why they worry about rates when the consumer 
pays them. Usually that takes a witness aback, be- 
cause he thinks only of the physical fact of paying 
over the money. The consumer pays—when he 
buys—but, according to the protesting lignite mine 
operators, he is not doing much buying and that is 
what worries them. The Fuel Administration has 
not given them any help and thus far they have not 
been able to persuade the Railroad Administration 
that it will cut down the fuel supply if lignite rates 
as high as those on coal are continued. It may 
cost a railroad just as much to haul a ton of lignite 
as it costs to haul a ton of coal. Therefore, in the- 
ory, rates on lignite and coal should be the same— 
and a given weight of cordwood should pay just as 
much as an equal weight of high grade lumber. 
While the war lasts, if rates are to be made in that 
way, the result may be a reduction in the quantity of 
fuel or some other necessity for an increase in which 
other government officials have been imploring. 

There would seem to be room here for better co- 
ordination in the work and studies of the various 
government agencies. Transportation men, now 
that the railroads are under government operation, 
ought not to be allowed to think purely in terms of 
transportation. If certain rate adjustments are 
necessary in order to provide for war-time food, or 
fuel, or other necessities, they should be made with 
that in view. All the power that is necessary is 
there and any adjustment so made can be made with- 
out prejudice to the future. 

The same is true with respect to water rates. If 
it is desired that freight shall move by water in 
order to relieve rail congestion, rates should be so 
made as to bring that condition about instead of 
merely with respect to the value of the transporta- 
tion service. One of the reasons for appointing W. 
G. McAdoo Director-General of Railroads was that 
he was also Secretary of the Treasury and the duties 
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of the two were necessarily correlated, or at least 
Mr. McAdoo, in one capacity, could work to good 
advantage with Mr. McAdoo in the other. And it 
was a good idea. Why not apply something of the 
same principle to the matter we have been talking 
about? The railroads, the Fuel Administration and 
the Food Administration all work for the same mas- 
the public—and their business is to win the 
Their master, through the public’s chosen 
manager—the President the United States— 
should adopt a policy and give them the orders 
necessary to carry it out successfully. 
Employment of motor trucks for long hauls—be- 
tween Ohio and Massachusetts, for instance—may 
be regarded as evidence that the public will pay 
any kind of rates that may be deemed desirable in 
the interest of uniformity or some other transporta- 
tion reason. On the highest class of freight the 
charges for service by truck may not be too high, but 
if and when the high level of rates on coal and other 
basic materials cuts down the volume of business, 
there will be small demand for long freight hauls by 
This kind of transportation by motor vehi- 
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war. 





of 





trucks. 
cles is made a commercial possiblity only because 
the basic industries are humming. King Richard, 
who wanted to give his kingdom for a horse, knew 
what the traffic would bear at that particular time, 
but a kingdom for a horse is a rate that would not 
stand up in the eyes of the farmer who wanted a 
horse to help cultivate his potato patch. The pre- 
vailing high rates may have the effect of cutting 
down non-essential business. Apparently, however, 
they do not work that way—at least not in the mat- 
ter of lignite. The Fuel Administration has adyo- 
cated the larger use of wood, but the cost of trans- 





portation, in the east at least, makes wood as a sub- 
stitute for coal out of the question, even if there isa 
prospect that millions will be uncomfortable next 


winter, 


ABANDONMENT OF TRACKS 


A. H. Smith, regional director, writes the following to 
lines in the eastern district: 


In a number of instances the consideration of operating 
problems has involved the abandonment, during the period 
of Federal control, of certain main track lines; one case 
in point being the Denver & Rio Grande main line between 
Salt Lake and Ogden, where the Oregon Short Line double 
track would be exclusively used. : 

Another case would be the abandonment of the Omahas 
main line for 8 or 10 miles north of Sioux City, the Great 
Northern being exclusively used. ? 

This is to advise that the question of charter and ordi- 
nance requirements in each case must be considered, and 
where there is an obligation for continuous operation the 
facts in connection therewith should be reported here, and 
Judge Payne will handle the matter with the authorities. 

It is our thought that there will not be any difficulty m 
securing the necessary action by the local authorities 10 
permit of the non-use of unnecessary lines during the 
period of Federal control, but we want to emphasize the 
extreme desirability of an understanding in advance. 
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Consolidateld Cassification Hearings 


Sessions at Chicago and New York—Inquiry Moves to Omaha, August 19—Proceeding Are 
Somewhat Behind the Schedule and Separate Hearings Will 
be Held on Several Commodities 


The Chicago hearing on the proposed consolidated freight 
classification opened the morning of August 12 with whips 
cracking and evidences of “pep” on all sides, notwith- 
standing the hot weather and the long, hot grind that those 
who are in charge of. and in constant attendance on the 
hearing had in New York, and finished there just in time 
to get to Chicago on schedule. They were proud of the 
fact that the record was broken in New York for the 
length of the record taken in any one day’s hearing before 
the Commission—over 400 pages. 

Chairman Fyfe of the Western Classification Committee 
made a brief opening statement in which he referred 
those interested to the statement made at Boston by Chair- 
man Collyer of the Official Classification Committee. This 
statement was printed in The Traffic World of August 10. 

Mr. Craft of Armour & Co., speaking for the packers, said 
they felt that they probably could not get the necessary 
time in Chicago to present their case properly and they 
asked for a separate hearing in Chicago after the present 
series is over. Clifford Thorne made the same representa- 
tion and request for oil interests. Examiner Disque asked 
that each présent in writing a statement as to how much 
time would be needed and said the matter would be con- 
sidered. 

Mr. Fyfe, in his opening statement, said the changes in 
western territory were in the minority as to number. He 


| said there were more reductions than advances in that 


territory. Mr. Colquit brought out by questions to Mr. Fyfe 
that prior to the time when the Director-General ordered 
a hurrying up of this matter, the Commission had made 
inquiries as to why a consolidated classification could not 
be effected by January 1. 

Walter McCornack asked if there was any intention to 
apply the proposed classification to state traffic. Mr. Fyfe 
said he had no knowledge of what the Railroad Administra- 
tion might intend. 

Mr. McCornack asked him if the rate scales should be 
higher in western territory than in the east and he said 
they should. 

Asked by Mr. Burchmore if the proposed new classifica- 
tion would supersede all exceptions, Mr. Fyfe said he did 
not know. The committee in its work, he said, had paid no 
attention to exceptions. Examiner Disque remarked that 
it was the understanding that the exceptions would be 
continued. ; 

Rule No. 10 


The greater part of the day was spent on Rule No. 10 
and consideration of it, so far as the Chicago hearing is 
concerned, was finished. J. A. Brough, assistant traffic 
Manager for the Crane Company, Chicago, was the first 
witness. He apposed the yreposed new ryle as unneces- 
Sary, of no practical value, and of no benefit to industry or 
the general shipping public. It was valuable only to freight 
forwarders, he said, and was not needed in trade distribu- 
tion. He favored liberal mixtures of related articles. The 
tule, he said, would do nothing but injure the jobbing busi- 
ess and build up pool cars. For his own business he 
Wanted ihe requirements of the trade recognized in the 
Mixtures permitted, and this was the rule he advocated in 


general also. Present mixtures, he said, were not broad 
enough. 

Mr. Childe of Omaha brought out by questions that there 
is more damage risk in a mixed than a straight carload 
movement because the load cannot be stowed as well. 

The witness said the proposed change would affect the 
Crane Company’s business. In towns of ten or twelve thou- 
sand inhabitants, he said, plumbers and dealers of that 
sort would get together and order just enough goods to 
take care of their requirements and have them shipped in 
a mixed carload. He said the company already had that 
to contend with in the east. The new plan, he said, would 
undoubtedly discourage the carrying of large stocks of mer- 
chandise in the west. 

John F. Ryan, National Supply Company, Toledo, which 
has seventy branch houses over the United States, wher- 
ever oil and gas is produced, said the proposed rule would 
be a benefit to any producer of gas or oil away from a 
large center. 

Alvin Hill of Akron, Ohio, speaking for the Sewer Pipe 
Manufacturers’ Association, wanted the present rule ten 
of Official Classification continued or a mixture providing 
for his half dozen items at a minimum not exceeding thirty 
thousand pounds. His was an eastern organization, he 
said, and was not interested in western ratings. 

Martin Van Persyn appeared as chairman of the freight 
committee of the Wholesale Grocers’ Exchange of Chi- 
cago, and manager of the transportation department of 
Sprague, Warner & Co. He was in favor of the rule as 
proposed, speaking from the point of view of nation wide 
business. He said his people had asked the Western Class- 
ification Committee for such a rule, but it had been re- 
fused. 

A. J. Killen, an oleo margarine manufacturer of Chi- 
cago, said he was opposed to the proposed rule under the 
“rank” classification. He thought his product should not 
take the same rating as butter. 

R. J. Kreitler, traffic manager of the Goodyear Tire & 
Rubber Company, and of the Rubber Association of Amer- 
ica, thought the present rule 10 a good rule and that it 
should be extended over the country. He objected to the 
proposed rule because it takes the high rate and the high 
maximum, which would work a hardship in his business. 
His principal illustration was in the mixture of pneumatic 
and solid tires at the minimum proposed. 

Allan Winters of the Parry Manufacturing Company of 
Indianapolis, accompanied by H. B. McNeely, of the In- 
dianapolis Chamber of Commerce, wanted the present rule 
10 with no change in rating on his commodity. 

E. G. Peyton of the Hercules Buggy Company, Evans- 
ville, Ind., said the result of the proposed rule in his busi- 
ness would be to impose on every shipment of certain kinds 
of bodies a minimum of 20,000 pounds, which could not be 
loaded. 

J. H. Miller, traffic manager of Emerson-Brantingham 
Company, spoke for the National Implement and Vehicle 
Association. He said the proposed mixture rule as drafted 
was not acceptable to the implement and vehicle interests. 
The wording of such a rule should be along the lines of 
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the present Rule 10 of the Official Classification, which has 
been in effect for many years and has met with general 
approval “owing to the fact that it is in line with the usual 
classification practice, which is a high rate on a low mini- 
mum and a low rate on a high minimum.” At the present 
time, he said, he could load mixed carloads of agricultural 
implements and spring vehicles into Official Classification 
territory at second-class rate, and minimum weight apply- 
ing on vehicles, 11,000 lbs. for 36 ft. cars, thereby accept- 
ing an advance of three classes in the rate from fifth to 
second class on agricultural implements for this mixing 
privilege. 

This principle, he said, was recognized in the present 
Official Classification Rule 10, but not in the proposed 
Rule 10, which would make it necessary to pay the sec- 
ond-class rate and minimum weight of 24,000 lbs. on such 
a mixture. 

The implement and vehicle manufacturers further felt 
that their needs would be better served in making the im- 
plement list complete by including certain items, - which 
have heretofore been carried in that list, but which are now 
eliminated, such as feed grinding mills, tractors, traction 
and farm portable engines and other articles carried in 
items 15 and 16, page 113, of Western Classification 55, to- 
gether with a mixture item under the heading of agricul- 
tural implements other than hand, making it possible to 
mix agricultural implements and parts and freight and pas- 
senger vehicles, horse drawn, and parts thereof in carload 
lots at a mimimum weight of 24,000 at 5th class rate 
in Official Classification, 6th class rate in Southern Classi- 
fication and Class A in the Western Classification. 

The interest of the implement and vehicle manufacturers 
in a full mixture of the implement and vehicle line, he said, 
is to meet commercial conditions and at the same time 
utilize the full loading space of the car. This had been 
particularly emphasized by the Interstate Commerce Com- 
mission in the Western Classification case in its discus- 
sion of the liberalization of mixture. 

He said it was further important that this list be com- 
plete in order that commodity rates on implements and 
vehicles may cover automatically all articles which should 
be in the classification group. In I. and S. docket 76, he 
said, the Commission emphasized the importance of this 
in connection with the classification of binder twine, which, 
he remarked, is now properly included under implements 
in the consolidated classification. 


What he said of the complete list of agricultural im- 
plements was also true, he said, of implement parts, and 
there were certain additions to the list which are impor- 
tant if it has to be made complete. For example, double- 
trees, eveners, neckyokes and singletrees are now listed un- 
der implement parts in Western and Southern Classifica- 
tions. In the proposed consolidated classification they are 
removed from the implement part list and are shown as 
specific items. 

Mr. MeGrath of the Manufacturers’ Association of Minn- 
eapolis and Mr. Fyfe had a little argument because the 
former expressed himself as “on the fence” with respect to 
the proposed rule. Mr. Fyfe thought time ought not to be 
wasted listening to anyone who did not have an opinion to 
express, one way or the other. Mr. McGrath remarked 
that Mr. Fyfe’s objections might not go very far, for he 
was sure the Commission would be glad to hear the views 
of shippers. He finally said that if the new rule should go 


into effect the present long standing mixtures should be 
continued. 
Mr. Colquitt asked the classification men whether, if, 
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as the result of the application of the proposed rule, it 
should be shown that an undue hardship had been worked, 
the carriers would be willing to put in a specific mixture, 
They replied that they would do so, for they did not wish 
to work a hardship on anyone, but Mr. Collyer pointed out 
that a hardship might not be an undue hardship and that 
determination of that point would depend on circum- 
stances. 

Traffic Manager Wallace of the Kellogg Toasted Corn 
Flake Company, Battle Creek, said that under the pro- 
posed rule mixtures of the cereals manufactured by his 
company would be cut out. 

E. C. Nettles, trattic manager of the Postum Cereal Com- 
pany, Battle Creek, also opposed the proposed rule as com- 
pared to the present rule in Official territory because it 
would be impossible to load over 22,000 pounds of the mix- 
ture he would be required to ship. 

E. H. Berg, assistant traffic director.of the St. Paul Asso- 
ciation, announced that he adopted as his own the testi- 
mony offered by Mr. Brough. The Minnesota Railroad and 
Warehouse Commission backed him up. 

W. D. Wells, for the Clay Products Association, said if 
the proposed rule were adopted he would want specific 
mixtures to allow his products to move. 

This ended the testimony of shippers in the matter of 
Rule 10. Mr. Collyer, asked if the carriers had any justi- 
fication to offer, said the rule had been justified by the 
testimony of the shippers themselves. Mr. Fyfe, however, 
went into a little explanation of the process of reasoning 
used in arriving at the rule. He said the Western com- 
mittee had numerous mixtures in effect and were constantly 
being asked for more and were constantly receiving com- 
plaints against those made. The Official, on the other hand, 
could not get away from its present Rule 10. The thing 
had to be simmered down to a uniform basis, he said— 
there had to be one thing or the other. He was inclined 
to think the Commission would finally have to say what 
the rule should be. 


Mr. Collyer, in answer to a question by Mr. Colquitt, said 
several years ago the abolition of Rule 10 was docketed by 
the Official committee and shippers protested vigorously. 

From Mixtures to Candy 

From Rule 10 the attention of the assembly turned to 
candy. W. C. Lindsay, traffic secretary of the National 
Confectioners’ Association, said the cumulative effect of 
the various increases imposed had been extremely detri- 
mental to the industry he represented. The reduciion on 
candy in glass in the proposed classification, he said, would 


_help some, but that was on only a small part of the total 


business. He was opposed to the prcposed increase to 
second class on cough candy drops and popcorn confec- 
tions for the same reason as on other candy. 

Ewing Cain, traffic manager of the Hershey Chocolate 
Company, said he wanted to remove the impression that 
candy is a luxury. If it were, he said, why would the gov 
ernment be buying such quantities of it for the soldiers 
and insisting on its shipment? Mr. Collyer asked if there 
had been any intimation at the hearings that candy was 4 
luxury and Mr. Cain said there had not, in words, but there 
seemed to be something of that kind “sticking around.” 
Mr. Cain said his rate to Chicago had just been increased 
from fifty to seventy-two and a half cents and now it was 
proposed to raise it to ninety-two and a half. He thought 
that was going too far. 

“That thing has happened in all lines of industry all 

(Continued on page 324) 
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Decisions of Interstate Commerce Commission 





CHARGES ON METAL MOULDING 


CASE NO. 9448 (50 I. C. C., 607-609) 
CONDIE-BRAY GLASS & PAINT COMPANY VS. CHI- 
CAGO, ROCK ISLAND & PACIFIC RAILWAY 
COMPANY ET AL. 

Submitted May 17, 1917. Opinion No. 5344. 

Charges on a less-than-carload shipment of finished metal 


molding transported from St. Louis, Mo., to El Paso, Tex., 
on which charges were assessed on basis of the first-class 
rate and minimum weight of 4,000 pounds because it was 
too long to be loaded through the side door of an ordinary 
36-foot box car, not found unreasonable. Complaint dis- 


missed. 


Division 2, Commissioners Clark, Daniels and Woolley. 
Complainant is a corporation engaged in the manufac- 
ture and jobbing of various kinds of glass and of paints-at 
St. Louis, Mo. By complaint filed December 30, 1916, it 
alleges that charges of $63.60 collected for the transporta- 
tion in October, 1915, of one less-than-carload shipment of 
fnished metal molding from St. Louis to El Paso, Tex., 
were unreasonable to the extent they exceeded $15.90. We 
are asked to require the establishment from and to the 
points of shipment of a first-class rate, subject to a mini- 
mum of 1,000 pounds on articles too long to be loaded 
through the side door of an ordinary 36-foot box car and, 
on that basis, to award reparation. As the defendants 
established, effective May 1, 1916, an exception to the rule 
under which charges were collected in compliance with 
the order issued by the Commission in its supplemental 
report in Minimum Charges on Bulky Articles, 38 I. C. C., 
257, which provides the minimum for which the complain- 
ant asked, the case is one of reparation only. 

The shipment moved by way of the lines of the defend- 
ants: Chicago, Rock Island & Pacific Railway; Chicago, 
Rock Island & Gulf Railway; and El Paso & Southwestern 
companies. It consisted of a box, containing 42 pieces, 
Tanging in length from 5 to 25 feet, of 1-inch, wooden- 
cored, copper-covered, finished molding, weighing 179 
bounds. Although not measured by complainant, the box is 
estimated to have been approximately 25 feet in length 
and not to exceed 8 inches in width or depth. It was pos- 
sible to load the molding in a box not to exceed this latter 
dimension by placing the short lengths of molding end to 
end. Charges were collected of the consignee, for which 
lt was reimbursed by the complainant, in the sum of $63.60, 
computed on the basis of the first-class rate from St. Louis 
t0 El Paso and a minimum of 4,000 pounds in accordance 
With rule 20-B, effective May 15, 1915, of the Western Ciassi- 


fication, as follows: 

Unless otherwise provided, a shipment containing articles the 
dimension; of which do not permit loading through the center 
side doorway, 6 feet wide by 7 feet 6 inches high, without the 
use of end door or window in a closed car not more than 36 
feet in leneth by 8 feet 6 inches wide and 8 feet high, shall be 
charged at actual weight and authorized rating, subject to a 
Minimum charge of 4,000 pounds at the first-class rate for the 
entire shipment. 

This rule 


was published to comply with the order of the 


Commission in its original report in Minimum Charges on 
Bulky Articles, 33 I. C. C., 378. 

The expense bill bears the notation, “Too long to load 
through side door of 36-foot box car. Rule 20-B. 25 ft. 
1% in length.” Both the car in which the shipment was 
loaded at St. Louis and that in which it was delivered at 
El Paso were 40 feet in length. 

Complainant offered no testimony to show that the 
charges collected on the shipment were unreasonable, ap- 
parently relying on the rule announced March 1, 1916, by 
the Commission in its supplemental report on. Minimum 
Charges on Bulky Articles, supra, that is: 

Unless a lower rate is otherwise provided, a shipment which 
contains an article exceeding 22 feet in length and not exceed- 
ing 12 inches in diameter or other dimension shall be charged 
at actual weight and authorized rating, subject to a minimum 


charge of 1,000 pounds at the first-class rate for the entire 
shipment. 


Neither the witness for complainant nor the representa- 
tive of defendants were able to state the manner in which 
the shipment was loaded at St. Louis. The informal com- 
plaint does show that the shipment was transported by 
way of the Wabash Railway from Chicago, IIl., to St. Louis, 
for which movement the charges collected were 81 cents, 
based on a first-class rate of 45.5 cents per 100 pounds and 
the actual weight of 179 pounds. It appears that under 
the Illinois classification, which governed on this move- 
ment, there is no provision for assessing a minimum weight 
on articles too long to be loaded through the side door of 
a 36-foot box car. 

Defendants resist an award of reparation, reiterating 
their position when the supplementary proceeding in Mini- 
mum Charges on Bulky Articles was had, that is, that 
there then had been hundreds of shipments of iron and 
steel articles, silo staves, culverts, and other long and 
bulky articles on which the minimum originally prescribed 
by the Commission had been applied, and that it would be 
unfair to mulct the carriers in damages for applying a 
rule which the Commission had found reasonable. De- 
fendants oppose the establishment of a precedent in this 
case for awards of reparation on all the shipments which 
moved during the time the original rule of the Commis- 
sion was effective. 


WOOLLEY, Commissioner: 

The foregoing statement of facts, with a recommendation 
by the examiner that the Commission deny the prayer. for 
reparation and dismiss the complaint, was filed in the 
record and served upon the parties under a rule of pro- 
cedure which provides that exceptions to a proposed report 
be taken within 20 days. No exceptions were filed. 

As stated above, the complainant offered no evidence to 
show that the charges collected on the shipment were un- 
reasonable, apparently relying upon the fact that subse- 
quent to the movement of said shipment the Commission 
prescribed a lower minimum on shipments of the kind in- 
volved. This would apply equally to every interstate ship- 
ment moving subsequent to May 15, 1915, upon which 
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charges were assessed upon basis of the minimum first 
prescribed by the Commission and made effective on the 
date stated, and in our opinion does not afford a satisfac- 
tory basis for an award of reparation. We can only con- 
clude from the record before us that the charges collected 
on the shipment involved have not been shown to be un- 
reasonable, The complaint will be dismissed. 


CHARGES FOR PEDDLER CARS 


CASE NO. 9136 (50 I. C. C., 612-619) 
CLEVELAND PROVISION COMPANY VS. BALTIMORE 
& OHIO RAILROAD COMPANY ET AL. 
Submitted March 10, 1917. Opinion No. 5346. 


Charges for the movement of peddler cars from Cleveland, Ohio, 
to points in Central Freight Association and Trunk Line 
territories found unreasonable and unduly prejudicial. 


WOOLLEY, Commissioner: 

Complainant is interested in the shipment of fresh 
meat and packing-house products in peddler cars from 
Cleveland, O., to points in eastern Ohio, western New 
York and Pennsylvania, and West Virginia. Some of the 
points are located in Central Freight Association territory; 
others in Trunk Line territory. To the points in Central 
Freight Association territory the charges on freight 
shipped in peddler cars are computed at the less-than- 
carload rates applicable on the various consignments to 
their respective destinations and at their actual weights, 
but subject to a minimum charge based on the dressed 
beef carload rate to the final destination of the car, and 
a weight of 20,000 pounds. The dressed beef rate is usu- 
ally 90 per cent of the third class rate. There is no 
peddler car rule applying in connection with the joint 
rates from Cleveland to points in Eastern Trunk Line 
territory. When complainant desires to distribute in that 
territory freight which requires a high degree of refrig: 
eration, it must use the carriers’ ordinary stop-off arrange- 
ment applicable to traffic generally. This arrangement 
requires that the shipment be billed and charged for as 
a carload shipment to the final destination, with a charge 
of $5 for each stop made. Complainant alleges that both 
the peddler-car rule and the stop-off rule result in unrea- 
sonable charges; it refers, among other things, to more 
liberal rules under which its competitors at Buffalo, N. Y., 
and Pittsburgh, Pa., may ship into Trunk Line territory, 
to its alleged undue prejudice and disadvantage; and 
asks that a reasonable rule be established and applied 
uniformly to all the points in question. Defendant lines 
in Central Freight Association territory admit that the 
peddler car rules should be the same in both territories, 
but suggest that uniformity be accomplished by canceling 
the present rule of the trunk lines and applying the rule 
of the Central Freight Association lines. They are also 
willing to apply the latter rule in connection with joint 
rates from Cleveland to points in Trunk Line territory. 
The lines east of Buffalo and Pittsburgh which were made 
parties defendant have not appeared, and their attitude 
is not known. 

The peddler car rule here assailed applies from Chicago, 
Ill.; Indianapolis, Ind.; Cincinnati, O.; and other packing 
centers in Central Freight Association territory, as well 
as from Cleveland, and has been maintained in substan- 
tially its present form for many years. The weight of 
20,000 pounds used in computing the minimum charge 
was, prior to June 16, 1916, the minimum weight on 
dressed beef. The dressed beef minimum is now 21,000 
pounds, but we disapproved a proposed increase to that 
basis of the weight used in computing the minimum 
charge for peddler cars. Peddle Car Minimum, 43 I. C. C., 
139. 

Peddler car traffic has been considered by the Commis 
sion in several previous cases. The nature of the car 
and its operation were described in part as follows, in 
Rules Governing Shipments of Freight in Peddler Cars, 
82 I. ©. C., 428, wherein the minimum in Western Trunk 
Line territory was involved: 


The original arrangement permitted the sale from the cars, 
as peddlers from wagons, of fresh meats and packing-house 
products, but the growth of the business and economy of opera- 
tion demanded that sales should be made prior to the shipment 
of the car, and that each package should be consigned to a 
particular consignee. The cars move from the packing houses, 
usually on certain days of each week, and the loading depends 
on sales made in advance, generally by salesmen of the pack- 
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ers who canvass the territories served by the peddler-car routes, 
When a packer has orders for a sufficient tonnage he makes ar. 
rangements with the carrier for the shipment and loads at his 
packing plant a refrigerator car owned by him which is usually 
equipped with meat hooks and other necessary appliances, 
Each car contains on the average less than 100 consignments 
which are loaded in station order. The cars is then forwarded 
by fast freight to the first destination to which there is a con- 
signment, after which it is handled as way freight and the 
various consignments are unloaded by the carriers at the sta- 
tions to which they are billed. The packer not only precools 
the car and fills the bunkers with ice and salt at his own 
expense, but when reicing en route is necessary he pays for 
that also. The car is usually returned empty to the packing 
house from which shipped, and the carriers pay the owner ] 
cent a mile for both loaded and empty movements. The aver- 
age route is from 275 to 280 miles in length, but in some is. 
stances peddler cars move only 30 miles, while in others they 
move 900 miles. 


The record in this case shows that in some instances 
the unloading of peddler cars is done by or with the 
assistance of the consignees’ draymen. Witness for com- 
plainant testified that the practice was quite general, but 
@ witness for the Pennsylvania lines west of Pittsburgh 
testified that investigation by him disclosed the fact that 
in 88 per cent of the cases peddler cars were unloaded 
by the carriers with little or no assistance from the con- 
signees. Upon the whole, however, the nature and op- 
eration of the peddler car seems to be the same in the 
several territories. 


The peddler car rule applying to points in Central 
Freight Association territory covers primarily fresh meat 
and packing-house products, but also permits the inclusion 
of numerous by-products, such as soap, candles, canned 
soups, butter, cheese, etc., which, generally speaking, are 
shipped only by the large packers. Complainant, like 
others of the smaller packers, does not manufacture by- 
products. Its cars are usually made up of about 28 per 
cent fresh meat and 72 per cent packing-house products. 
Generally, they do not contain more than 10,000 pounds, 
and the freight charges computed at the less-than-carload 
rates applicable to the various consignments fall short 
of the minimum charge. It is said to be impracticable 
for complainants at present to load peddler cars any 
heavier. They include in the loading all the commodities 
which their salesmen are able to dispose of in a given 
territory. The amounts which must be paid to make up 
the minimum charge are commonly referred to as pen- 
alties. On 13 apparently typical cars, including 2 which 
moved to points east of Buffalo under defendants’ stop- 
off rule applicable to traffic generally, the penalties paid 
by complainant are shown to have ranged from $3.53 to 
$28.71, and to have averaged $17.33. The present rule is 
better suited to the needs of the large packers, who are 
able to load their cars much heavier than those of com- 
plainant. Some load as much as 30,000 pounds, but the 
normal car shipped by them carries probably 14,000 
pounds. A’ more definite idea of the amounts loaded by 
the larger packers may be gained from the following fig: 
ures for the month of July, 1916, which are taken from 
defendants’ brief: 


Average 

Number weight, 

Shipper. of cars. pounds. 
I Oe 6 oon eit chitosan s cas ecane uactint ee ee 188 15,984 
ETE, op sca kanes sm Niece cae asatenwua Aes 43 15,515 
TE. viau id ab eres kha ube hWeSemeasoemes 34 13,064 
TE, CE a ceed ws ces naew-cwidae one vieesetaens 25 13,791 
IN Nila A dio ns onsh-n EW ini SO a0“ an 8 20,244 
De, See Se Binet cs winewacsmaceendens 2 8,386 


The cars of the large packers may not ordinarily con- 
tain any more meat than complainant’s cars, but the 
weight of the by-products brings the freight charges up 
to a point where they approximately equal the charges 
on a minimum carload of dressed beef to final destination 
of the car. Thus the large packers are able to avoid 
the payment of heavy penalties, which complainant could 
probably do also if it manufactured and sold as many by- 
products as the large packers. 

Complainant suggests that a reasonable and _ non-dis 
criminatory rule would name no minimum charge, but 
would provide a minimum weight of 10,000 pounds and 
require that if the minimum weight were not loaded, the 
deficit in weight be charged for at the first class rate, 
which is the less-than-carload dressed beef rate, to the 
final destination of the car. It is, of course, willing that 
the rule be limited to fresh meat and packing-house prod- 
ucts. 

In the opinion of complainant the peddler car is al 
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economic necessity. It contends that since the carriers 
do not themselves operate cars of a sufficiently high de- 
gree of refrigeration to protect meat, their peddler-car 
rules Should be very liberal. Complainant asserts that it 
now ships about 20 cars per week, but that its business 
js constantly declining because of the alleged unreason- 
alle and discriminatory requirements. Under the rule 
suggested it estimates that it would eventually be able 
to bring its shipments up to 100 cars per week. 

The roads in Western Trunk Line territory require the 
loading of 10,000 pounds of fresh meat and packing-house 
products in peddler cars. If that weight is not loaded, the 
deficit in weight is charged for at the fourth class rate 
to the first destination for which the car contains a ship- 
ment. The car is also subject to a minimum charge based 
on 10,000 pounds at the fourth class rate to the final 
destination. In Rules Governing Shipments of Freight in 
Peddler Cars, supra, we found that a proposed increase 
in the above weight factor to 12,000 pounds was not 
justified. The proposal contemplated the mixing of by 
products with the other articles in order to enable the 
shipper to meet the minimum requirements, but it ap- 
peared that the only shippers which could meet those 
requirements were two large packers at Chicago. The 
record showed that the average earnings on peddler cars 
under existing minima were in excess of the average the 
respondents received on all less-than-carload freight, tak- 
ing into account the mileage paid for the use of the cars. 

The rule in trans-Missouri territory, which reaches to 
the Rocky Mountains, is similar to that in Western Trunk 
Line territory. 

In southwestern territory there is one rule which is 
substantially the same as that in Western Trunk Line 
territory. Another provides a minimum charge based on 
10,000 pounds at the less-than-carload fresh meat rate 
to the final destination of the car and permits the loading 
of articles other than fresh meats and packing-house 
products. 

The general rule in southeastern territory permits the 
loading of articles other than fresh meats and packing- 
house products. If 10,000 pounds are not loaded the deficit 
is charged for at the less-than-carload fresh meat rate 
to the first destination. No minimum charge is required. 
This rule is not observed by the Illinois Central Railroad; 
if 12,000 pounds are not loaded, that road charges for 
the deficit at the less-than-carload rate on packing-house 
products to the first destination. 

The lines operating east from. Buffalo, N. Y., require 
but 8,000 pounds of fresh meats and packing-house prod- 
ucts. Any deficiency in weight is charged for at the first 
class rate to final destination. No minimum charge is 
provided. The Pennsylvania Railroad requires 10,000 
pounds of freight and permits the inclusion of butter, eggs 
and poultry. 


The New York, Chicago & St. Louis Railroad, operating 
entirely in Central Freight Association territory, has a 
tule which permits the inclusion of various articles and 
provides that if 10,000 pounds are not loaded, the deficit 
will be charged for at the first class rate to the final 
destination of the car. No minimum charge is prescribed. 

An analysis of these various rules shows that they are 
all much more favorable to the shipper than those here 
complained of. According to estimates submitted by com- 
Plainant, the minimum charges for peddler cars from 
Cleveland to points in Central Freight Association terri- 
tory on the basis of rates in effect at the time of the 
hearing ranged from $36.60 for 100 miles to $53 for 300 
Miles. For the same distances the charges in Trunk Line 
territory appear to range from $11.12 to $18.88; in West- 
em Trunk Line territory from $15 to $25.50; and in 
southeastern territory from $16 to $31. The charges 
based upon the rule suggested by complainant would ap- 
parently average from $15.40 to $21.40. For these dis- 
lances the car-mile earnings as computed by complainant 
Tange from 36.6 cents to 17.87 cents in Central Freight 
Association territory; from 11.12 cents to 6.29 cents in 
Trunk Line territory; fram 15 cents to 8.50 cents in 
Western Trunk Line territory; from 16 cents to 10.3 cents 
M southeastern territory; and from 15.4 cents to 7.13 
cents on the basis of the rule suggested. On the average, 
the earnings to points in Central Freight Association ter- 
Titory are perhaps more than double those in the other 
territories. This is so, notwithstanding the fact that 
transportation conditions generally are more favorable in 
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Central Freight Association territory than in Western 
Trunk Line and southeastern territories, and but little 
different from those in Trunk Line territory. Defendants 
contend that the per-car charges in other than Central 
Freight Association territory are too low considering the 
service performed. 

On the 13 apparently typical cars above referred to the 
average haul was about 148 miles. The average haul on 
all freight handled by 4 of the principal defendants is 
given by complainant as 148 miles, the average per-car 
loading as 47,580 pounds, or almost 5 times the loading 
of complainant’s peddler cars, and the average per-car 
revenue as $19.60, or about the same as would accrue on 
peddler cars under the rule suggested by complainant. It 
is impossiible, however, to say what an analysis of these 
averages of averages would show. 

Complainant seeks to show that the operation of the 
peddler car substantially reduces loss and damage claims. 
For the year ended June 1, 1916, it found that its loss and 
damage claims on certain less-than-carload shipments of 
packing-house products in the ordinary merchandise cars 
of the carriers was 5.25 per cent of the total freight 
charges on such shipments, but that on mixed shipments 
of fresh meat and packing-house products in peddler cars 
for a corresponding period the claims amounted to only 
1.25 per cent of the total per-car charges. 

The shipper, in addition to furnishing the car, for which 
it receives what is deemed to be an inadequate rental 
charge, cleans, precools, ices, loads, tallies, seals and cards 
the car, and consignees’ draymen sometimes unload or 
assist in the unloading. One of the largest items for 
which complainant claims credit is the expense of icing 
and re-icing, but whether the performance of these serv- 
ices by complainant results in any material saving to 
defendants is not. clear. The carriers do not hold them- 
selves out to bear the cost of refrigeration on all perish- 
able traffic. 

Peddler cars are often moved a portion of the distance 
on through trains and then hauled on a local which makes 
stops at various points along the line. Sometimes they 
contain freight for only two or three points, and some 
times for various small stations. Their operation saves 
the carrier the expense of loading, but at Cleveland, as 
complainant is located on the tracks of the Baltimore & 
Ohio Railroad, other roads must absorb a charge of $2.50 
per car for switching from complainant’s plant. 

Defendants are apprehensive that any reduction in the 
minimum charge as applied from Cleveland will be de- 
manded by and accorded the large packers at Chicago, 
with the result that their peddler cars will in many cases 
be shipped without the by-products. In that event sub- 
stantially the same service might be performed at much 
less than the present charge. Of course, revenue in addi- 
tion to the peddler-car revenue would be derived from the 
separate shipment of the by-products, but the lessened 
efficiency of such a peddler car from a strictly trans- 
portation standpoint would remain. During the past few 
years efficiency in the handling of less-than-carload traffic 
has been a watchword with many carriers, and defend- 
ants seem to feel that for them to make any concession 
in the peddler-car rule would be a step backward. By 
careful attention to the service one of the defendants has 
increased the average weight loaded in merchandise cars 
from 13,000 pounds in 1912 to 17,000 pounds in 1916. Sev- 
eral of the other roads parties to the case have accom- 
plished similar results. 


Less-than-carload traffic shipped under refrigeration in 
other than peddler cars is generally transferred and con- 
solidated at large stations. On the lines of the principal 
defendants the cars before consolidation contain on the 
average about 11,000 pounds, but after consolidation the 
loading averages perhaps as much as 21,000 pounds. There 
can be no question but that the peddler car with a light 
loading tends to inefficiency in the transportation system. 

The evidence of defendants is convincing that the ped- 
dler car, as a rule, is accorded somewhat greater expedi- 
tion than the ordinary merchandise car. Expedition in- 
creases the cost of a given service and is also a thing of 
value to the shipper. However, these considerations are 
offset, at least to some extent, by the fact that the initial 
terminal services on a peddler car, with the exception 
of switching, whether it be that of the line-haul carrier 
or its connection, are performed by the shipper. The cost 
or expense of switching from the shipper’s siding in some 
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cases may, and in other cases may not, be equivalent 
to the expense incident to the loading of merchandise 
by the carrier at its freight depot. 

We conclude and find that the present rules under which 
complainant operates are unreasonable, and unduly preju- 
dicial to Cleveland; that a reasonable peddler-car rule for 
defendants to apply from Cleveland to the points in Cen- 
tral Freight Association and Trunk Line territories would 
provide a minimum charge not in excess of the charge 
made for 12,000 pounds of freight at the third class rate 
from point of origin to the final destination of the car; 
that the undue prejudice to Cleveland must be removed 
by defendants applying the same rule from Cleveland as 
is contemporaneously applied by them from Buffalo. Com- 
plainant does not ask for the extension of a reasonable 
rule to all Central Freight Association and All Trunk Line 
territory, and does not state specifically to which points 
or to what extent of territory it is desired. Our finding, 
therefore, is necessarily general in form and an appro- 
priate order cannot be entered at this time. No feature 
of the peddler-car rule other than the provision for the 
minimum charge has been fully tried out. Supplemental 
proceedings may be brought if satisfactory arrangements 
are not put into effect by defendants within a reasonable 
time. 


By the Commission. 


RATES ON GLASS SAND 


In a tentative report on No. 10,053, Owens Bottle Ma- 
chine Company vs. B. & O., written by Examiner Burnside, 
it is recommended that the Commission find the rates 
charged on glass sand from Silica, O., to Fairmount, W. Va., 
unreasonable and that reparation be made. The rates from 
various points from which the complainant draws its sand 
range from $2 to $3.30 per ton. The conclusion is that the 
rates were unreasonable to the extent that they exceeded 
$1.85 prior to May 2, 1918, and $2.10 since that time, and 
that reparation should be made to that basis. But no or- 
der is suggested because the roads involved, except the 
Toledo, Angola & Western, are in the hands of the Director- 
General and the rates now in effect were not in issue in this 
proceeding. The recommendation is that through routes 
and joint rates be established from some of the sand-pro- 
ducing regions. The Toledo, Angola & Western has sig- 
nified that it desires to be treated the same as controlled 
roads and it is therefore expected to make the through 
routes and joint rates. 


RATES ON PETROLEUM 


A tentative report by Attorney-Examiner Burnside rec- 
ommends the dismissal of No. 10019, Montana Oil Com- 
pany et al. vs. A. T. & S. F. et al., on a finding that rates 
on petroleum and its products from points in Oklahoma to 
Montana destinations have not been shown to be unrea- 
sonable, unjustly discriminatory, or unduly prejudicial. 


CLASSIFICATION HEARINGS 


(Continued from page 320) 


over the country,” said Examiner Disque. “Why can’t you 
pass it on to the consumer?” 

“There is a limit as to what can be passed on,” replied 
Mr. Cain. 

Mr. Collyer took the stand to justify the proposed 
changes and to be examined by Mr. Cain. 

John J. Corbin of Sharon, Pa., representing the Penn- 
sylvania Tank Line, objected to the note to Rule No. 35 de- 
fining a newly acquired car. It has been in effect in Offi- 


cial territory and it is now proposed to put it into use in 
Western and Southern. He thought the question of acquir- 
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ing a car ought not to depend on where the markings were 
changed. 

E. R. Geffs brought an instant’s relief from the oppres. 
sive heat in the court room when he announced that he 
intended to discuss snow shovels. What he had to say, 
he explained, was more of an inquiry than a protest. He 
did not understand why it was thought necessary to ip. 
crease the rating of the snow shovels he manufactures, 

Charles A. Smith, of the U. S. Printing & Lithographing 
Company, Cincinnati, was unable to understand, he said, 
why there was diversity of ratings on the same commodity 
in different territories. He wanted uniformity of rates in 
general and on his product in particular. What is good one 
place is good another, he said. He wanted the same rate on 
labels and printed wrapping paper. The difference, he 
said, was only one of size. Justification for the proposed 
change was made by Mr. Lawrence of the Official com. 
mittee. 

W. H. Lyon of Louisville objected to the increase on lamp 
chimneys from first and third to second and fourth. He 
knew of no reason for it. Mr. Steadwell of the Southern 
committee made the justification. He said, among other 
things, that it was his information that on the southern 
lines the loss and damage claims on lamp chimneys were 
the largest they had. 

Mr. Steadwell conducts the case for the Southern Clas- 
sification Committee in the absence of Chairman Cross- 
land, who is ill. 

Barlow on Rule 10. 

At the opening of the hearing August 13 H. C, Barlow, 
of the Chicago Association of Commerce, was a witness on 
Rule 10, an exception having been made in his case because 
he was not able to be present the day before when the 
Chicago consideration of this subject was closed. He said 
he was an advocate of a mixed carload rule, It was a 
good transportation rule, he said, vital to both carrier and 
shipper. He recalled that in I. and S. 76—the western 
classification case—he wrote an argument in favor of a 
mixed carload rule for Western Classification. That argu- 
ment, he said, was applicable to all territories and is more 
applicable now than then. He filed that argument as a 
brief in the present case. 

All are agreed, he said, that the terminals were never 80 
congested as now. One thing that would relieve the con- 
gestion, he believed, was a mixed carload rule which would 
permit the shipper to use his own terminal. Such a rule 
would avoid expense to the carrier, he said, in handling 
much of what is now shipped L. C. L. He filed exhibits 
to show that the average loading of certain Chicago col- 
cerns under Official Classification Rule 10 has been about 
double what the railroads get in loading L. C. L. 


Official Classification territory, he said, has had a mixed 
car loading rule for years and commerce and industry had 
thrived under it. Its benefits, he said, were common t0 
carrier and shipper. It was an excellent rule from both 
points of view. Everyone, he said, wanted some kind of 
mixed carload rule, but everyone wanted the kind that 
would benefit his own business. But viewed as io the 
general commercial and transportation situation everybody, 
he said, is entitled to such a rule if anybody is. Rule 10 
as now in effect, he thought, was the best ruie he could 
frame, but he was willing to accept the proposed substi- 
tute rule and give it a fair trial. If it should prove to be 
unsatisfactory it could then be challenged. 

On the question of harm that might be worked to com 
munities through the application of this rule, he said Chi- 
cago had always had such a rule and though he would not 
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attribute Chicago’s growth and wealth to that alone, he 
pointed out that with it in force the community had kept 
pace With other manufacturing and jobbing centers. He 
yged the adoption of the rule. 

Mr. Fyfe asked Mr. Barlow if it would be possible to 
draw specific mixtures that would take care of Chicago 
and enable it to keep what it now has. Mr. Barlow said it 
would not. Asked if it would be possible to do it and keep 
the classification within reasonable bounds, he also said 
it would not. 

The Case for Cooperage. 

y. W. Krafft, secretary of the Associated Cooperage In- 
dustries of America, a national organization representing 
the cooperage industry in all its branches, appeared in 
behalf of manufacturers of cooperage—barrels, half bar- 
res, etc., all kinds. His testimony referred to the proposed 
changes in classification ratings on cooperage, tight and 
slack, new, loose, in so far as they affect an increase in 
transportation charges. 

An exhibit submitted by him showed that it is proposed 
to establish a uniform carload rating on wooden slack 
barrels of third class in the three classification -territories, 
and a uniform minimum of 10,000 pounds, subject to rule 
$4, the only reduction effected by these changes being the 
minimum weight applicable in Western Classification ter- 
tiory, he said. A reduction sign appears in connection 
with the carload rating in Official and Southern Classifica- 
tin territories, but he said he was unable to check a re- 
duction. 

On wooden tight barrels, new, carloads, the proposed 
rating in Official Classification territory is Rule 26 com- 
pared to 4th class, present rating; in Southern Classifica- 
tion territory 4th class compared to current 5th class 
tating; in Western Classification territory 4th class com- 
pared to existing class “B” rating. The minimum provided 
for the different territories is 12,000 pounds, subject to 
Rule 34, which effects a reduction in Western Classifica- 
tion territory from the existing minimum of 14,000 pounds. 
In Southern Classification territory an increase and re- 
duction sign appears, but he said he was unable to check 
a reduction. 

His testimony was directed toward the classification of 
j@operage, tight and slack, new. 

While published exceptions to Western Classification pro- 
Vide ratings applicable on cooperage in Western Trunk 
Line territory somewhat lower than the ratings provided 
for in the proposed consolidated classification, the reason- 
ableness of the ratings proposed are in issue, he said, and 
should be justified. 

Another exhibit showed the effect of the proposed rat- 
Ings applicable to Western Classification territory. It 
showed the rates, carload minimums and per car charges 
in effect prior to June 25, 1918; those now in effect, and 
those now proposed. It showed that a total increase of 
1435 per cent would be effected in the rate on tight bar- 
tels, new, loose, from St. Louis to Kansas City, Mo., as 
compared with the rate in effect prior to June 25. The 
Minimum per car charge would be increased 49.45 per cent 
compared with the per car charge in effect prior to June 
2. It showed that between the same points the percentage 
of increase in the rate on slack barrels would be 125.64 
ber cent, and in the per car charge 61.17 per cent. It also 
showed the percentage of increases in rates and per car 
charges between Chicago and Kansas City, and St. Louis 
and Texas common points, the percentage of increases be- 
Ng substantially the same. 

Another exhibit made similar comparisons in the rates 
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and per car charges effected by the proposed changes in 
classification ratings on tight barrels, new, loose, and 
slack barrels, loose, from St. Louis to New York City, 
Chicago to New York City, and Pittsburgh, Pa., to New 
York City. It showed that cooperage in Official Classifi- 
cation territory has experienced two substantial advances 
since September 20,1917. It showed a percentage of in- 
crease in the proposed rate and per car charge on tight 
barrels, St. Louis to New York, of 62.41 per cent compared 
with the rate and per car charge in effect prior to Septem- 
ber 20, 1917. On slack barrels the increase under the pro- 
posed rating would be 78.20 per cent. Between Chicago 
and New York the increase on tight barrels, new, in rate 
and per car charge would be 63.04 per cent, and on slack 
barrels 78.57 per cent. 

An exhibit making similar comparisons in Southern 
Classification territory showed an increase under the pro: 
posed rating on tight barrels, new, loose, carloads, from 
St. Louis to New Orleans of 56.25 per cent, and on slack 
barrels of 103.75 per cent. From Chicago to New Orleans 
the increase on tight barrels in rate and per car charge 
would be 54.25 per cent compared with the rate and per 
ear charge in effect prior to June 25, and on slack barrels 
100 per cent between the same two points. A similar com- 
parison was made between rates from Memphis to New 
Orleans. 

Those exhibits, he said, showed that the percentage of 
increase which would be effected under the proposed classi- 
fication ratings would be so pronounced as in many cases 
practically to double the transportation charges in effect 
a year ago. They showed that in all three territories the 
proposed per car charges on slack barrels would be greater 
than on tight barrels and such an adjustment he contended 
was untenable. ‘Measured by every factor which generally 
applies in the determination of a classification rating and 
the fixing of an equitable transportation charge, the in- 
consistency of the proposed relative adjustment as between 
tight and slack barrels is apparent. The factor of value 
alone proves this. Manifestly, the relation of freight 
charges to the value of a slack barrel under the proposed 
rating would be out of line entirely with the relation of 
freight charges to the value of tight barrels. 

“We submit that in the determination of a proper classi- 
fication of cooperage the economic features involved must 
be taken into consideration. Many years ago, at which 
time lumber and cooperage stock were produced principally 
in the northern and middle western states—namely, Min- 
nesota, Wisconsin, Michigan, Illinois, Indiana, Ohio and 
Pennsylvania—numerous large cooperage manufacturing 
plants were located throughout that territory, drawing 
their raw material from nearby producing sections. How- 
ever, during the course of time the timber adjacent to the 
cooperage plants was gradually cut out and with the de- 
velopment of the south and, southwestern timber regions 
those sections were called upon to supply raw material— 
namely, cooperage stock—for barrel manufacturing plants. 
The local market for cooperage is wholly inadequate to 
consume the output of cooperage plants located in the ter- 
ritory described. In consequence their continued operation 
is dependent entirely on the availability of the primary 
market for barrels—namely, the eastern seaboard territory. 
While there has been a marked increase in the last ten 
years in the manufacture of empty barrels throughout that 
territory, which draws its supply of cooperage stock from 
contiguous territories of production—namely, the south and 
southeast—the inadequacy of that production makes neces- 
sary a substantial movement of cooperage from Pennsyl- 
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vania, Ohio, Indiana, Illinois and Mississippi River points. 
The production in the southwest and southern states in 
the Mississippi Valley finds its market largely with coop- 
erage manufacturing plants located in the middle west and 
western termini territory, and a restriction in the output 
of those plants would inevitably affect the production of 
cooperage stock in the south and southwest. 

“Generally speaking, cooperage has been burdened with 
advances in transportation charges in the last few years, 
exclusive, however, of the 25 per cent increase which be- 
came effective on June 25, which was recognized as a war 
measure and accepted as such by those involved. Con- 
sidering the character of this traffic, there is obviously a 
point beyond which transportation charges are too high to 
permit of its movement and this point will have been 
reached if the proposed ratings are made effective. Thus 
it would inevitably affect the movement of cooperage manu- 
factured in the middle west to eastern seaboard territory. 
The additional burden of freight charges placed on the 
manufacturer in the territories named would make it im- 
possible for him to supply cooperage in competition with 
that manufactured on the Atlantic seaboard, and it would 
inevitably result in the shifting of the manufacturer of 
cooperage from the middle west to the east. During the 
period of readjustment the production of finished cooperage 
would be seriously curtailed. 

“The labor engaged in the manufacture of cooperage, 
and which represents a very large percentage of the total 
cost, is usually localized, many operators having followed 
the trade for a long period of time and in some instances 
own their own homes in the neighborhood of cooperage 
shops. A curtailment in the operation of such shops would 
naturally cause labor to seek other employment or to mi- 
grate to other territories. In the meantime the effect on 
the production of cooperage would be disastrous. Then, 
again, in view of the labor conditions prevailing through- 
out the east because of the concentration of industrial ac- 
tivity in that territory, a further demand on labor to manu- 
facture cooperage would be undesirable. 

“Furthermore, the decrease in the production of cooperage 
in the middle west would result in a loss of capital in- 
vested in plants for the manufacture of cooperage, and 
which have been operating for many years in the justi- 
fiable hope that carriers would continue to recognize the 
peculiar characteristics of their product and the necessity 
of maintaining reasonable rates that would permit of its 
widest distribution. 

“As is well known, barrels used as containers for food 
products, lubricating oil, alcohol and many other products 
are absolutely essential to the successful prosecution of the 
war, and a curtailment from any cause of the production 
of cooperage would seriously interfere in the conservation, 
transportation and distribution of these essential products. 

“Furthermore, the scarcity of tin, steel, etc., makes the 
use of wooden barrels of particularly great importance at 
this time. In fact, the production of cooperage for food 
products, etc., falls under the general classification of pur- 
poses adopted by the priorities board. Too much emphasis, 
therefore, cannot be laid on the curtailment in the manu- 
facture of cooperage which would result from the proposed 
ratings. Illustrative of the effect that the proposed ratings 
and the consequent increases in transportation charges 
would have on the conservation and distribution of impor- 
tant food products is the apple barrel situation. There 


are numerous relatively small apple growers whose require- 
ments of apple barrels are of such limited nature as makes 
it necessary that they be purchased set up, and an in: 


creased burden placed on them in the way of added trans. 
portation charges on empty barrels would necessarily dis. 


courage the packing of apples in barrels. 

“However, there are other economic features involved 
which are of great importance to the carriers. In the first 
place, cooperage differs from the ordinary articles of mer. 
chandise in that its value depends solely on its availability 
as a container, which makes possible the conservation, 
transportation and distribution of many important com. 
modities, chief among which are food products. The bar. 
rel as a container is absolutely essential to the movement 
of many products and, in fact, is often as necessary an in- 
strumentality of transportation as the freight car into 
which it is loaded. 

“Being used solely as a container, we respectfully sub- 
mit that entirely different considerations should control 
in the fixing of a classification rating on cooperage than is 
generally used in determining the proper classification of 
other merchandise. In fact, consideration should be given 
primarily to the character of the product and not to its 
value, loading capacity, etc., etec., nor to the immediate 
revenue derived from its transportation. The movement 
of cooperage provides several sources of revenue. In the 
first place, the stock (manufactured in many instances out 
of waste product) is transported to the point of manufac. 
ture into barrels; second, the movement of cooperage to 
the point where it is to be used as a container; and third, 
the carriers derive a revenue on the weight of the barrel 
when transporting commodities packed therein. In this 
respect it differs from the ordinary articles of merchan- 
dise. 

“While the problems which have confronted the carriers 
for many years, arising out of the enormous amount of 
joss and damage that they are called upon to assume, has 
received more or less consideration at their hands, for some 
unexplainable reason they have persisted in overlooking 
entirely the one simple and effective remedy—namely, 
making better forms of containers available to users at the 
lowest possible transportation cost. A stable and secure 
container weighs more than the lighter and insecure pack 
age and in consequence it is manifestly cheaper for the 
average shipper to utilize the lighter weight container. 
The first cost is less, the transportation charges on the 
content is lower because of the lighter weight of the con 
tainer, and in the third place, the risk of loss and dam 
age is of course assumed by the carrier. 

“It is apparent that the framers of the consolidated 
freight classification entirely overlooked, and in many i 
stances ignored, the character of the container in fixing 
relative ratings; certainly it has not received adequate 
consideration. In many instances products are accorded 
the same rating whether packed in barrels or insecure COD 
tainers, although their safe-carrying qualities cannot be 
compared. Instead of encouraging the use of the kind of 
container which alone will reduce the risk of loss and 
damage, the proposed classification ratings are placing al 
increased burden on the best container known—namely, 
the barrel—and is thereby further discouraging its us 
by penalizing and restricting its distribution. 

“It is entirely beyond our comprehension that, in the 
case of cooperage, consideration has apparently been givél 
entirely to the revenue that will accrue to the carriers 
from the transportation of empty barrels, and that the 
ultimate use of the barrels and the advantage which therebl 
accrues to the carriers seems to have been utterly lost 
sight of. This is evidenced by the fact that a rating sill 
lar to that applicable on cooperage is accorded many prot: 
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ucts, among which are articles of furniture, which has a 
yery much higher value in and of itself and from which 
carriers derive no further revenue. 


“We submit that the time has arrived when serious con- 

sideration should be given to the character of the con- 
tainer and that every possible encouragement should be 
offered the users of containers by making available at the 
least possible cost to them the better forms of containers, 
among which cooperage is supreme. 
' “Measured, therefore, by the considerations which should 
properly control in arriving at a reasonable classification 
rating On cooperage, we submit that the ratings herein 
proposed cannot be justified and that because of the eco- 
nomic features involved, an increase in the existing ratings 
would prove disastrous.” 

Mr. Rodehaver, of St. Louis, speaking on the subject of 
wooden drums, assented to what Mr. Krafft had said as 
applied to his commodity. Messrs. Fyfe, Collyer and Stead- 
well offered justification for the carriers, Mr. Steadwell 
admitting that the ratings on drums in Southern Classi- 
fication were unfair. 

Messrs. Winter and McNeely, of Indianapolis, appeared 
again for the Parry Manufacturing Company in regard to 
motor truck seat cabs. 


Some Little Amenities. 

An illustration of the fact that carriers and shippers do 
sometimes get together on matters of classification was 
furnished when Mr. Chandler, of the Dodge Manufactur- 
ing Company, Mishawaka, testified on the subject of power 
transmission machinery. He said he was appearing merely 
in order to comply with the rule that there must be an 
appearance before a brief could be filed and he would file 
a brief later. He discussed the proposed 20,000 minimum 
ch wooden pulleys, the minimum in Official Classification 
now being 24,000, but he said the manufacturers were not 
yet decided on their position. He said they had always 
been able to deal with the carriers and had no doubt an 
agreement could be reached. 

Mr. Collyer bespoke consideration for what Mr. Chandler 
had to say. He said Mr. Chandler and his associates had 
always met the committee in a fair spirit. At his sugges- 
tion the examiner appointed Mr. Chandler a committee of 
one to ascertain the position of the industry and appear 
later at Atlanta. 

L, A. Clark, traffic manager for Ball Brothers, Muncie, 
discussed glass bottles or jars. His objection was that an 
item in the Official Classification had not been carried for- 
ward in the consolidated book. 

Clifford Thorne, as attorney, put Mr. Schroeder, of the 
William Graver Company, East Chicago, Ind., on the stand 
to ask for a slight change in an item concerning storage 
dil tanks. The request was promptly granted by the car- 
riers and Mr. Thorne and his client departed with thanks. 

H. D. Cherry, of the Kewanee Boiler Company; Charles 
L, Guest, of the Gilbert & Barker Manufacturing Company, 
Springfield, Mass., and V. W. Davies, of S. F. Bowser & 
Co., Ft. Wayne, the latter dealers in oil storage systems, 
were on the stand each for a short time. 


Rug Troubles Disappear. 

C. M. Hanoway, of St. Louis, appeared as the representa- 
tive of St. Louis, Chicago and Buffalo shippers of rugs. 
He stated at length the grievances connected with the ship- 
Ment of rugs under the proposed classification, principally 
due to the great increase in the number of classes, making 
it impossible, he said, for either shipping or railroad clerk 
to work intelligently. He suggested two classes as a solu- 
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tion, based on the value of the rugs. But all his troubles 
—except that of packing—vanished when Mr. Collyer 
pointed out, by asking questions of Mr. Colquitt and Ex- 
aminer Disque, that “actual” value under the decision of 
the Commission means the declared value and that by 
using a rubber stamp the rug shipments may be classified 
arbitrarily regardless of their real value. The rug ship- 
pers still had a grievance in that they are required to use 
burlap wrapping under certain conditions. It is hard to 
get, they pointed out, and is needed for essential indus- 
tries. Examiner Disque suggested that the rug men and 
the carriers get together on a substitute wrapper. 

Leon Hornstein, connected with a concern that manu- 
factures so-called “fluff” rugs, also had a wrapping prob- 
lem and was told to get in on the suggested conference. 


P. M. Hanson, of the National Enameling & Stamping 
Company and chairman of the traffic committee of the 
Metal Trades Association, after testifying briefly himself, 
put two witnesses on the stand—Mr. Wernsey, of the Del- 
phos Manufacturing Company, and A. Murawsky, of the 
National Enameling & Stamping Company. Mr. Hanson 
said it was his idea to show the Commission just what the 
proposed classifiaction would do in his territory. His first 
witness made a proposal as to mixtures which was accepted 
by the classification men, subject to the approval of the 
Commission. They admitted that their hearty acceptance 
was due to the fact that the change would operate mate- 
rially to increase the rate. Mr. Murawsky was still on the 
stand when evening adjournment was taken, having been 
interrupted for a few minutes to permit implement and 
vehicle men to talk about Rule No. 34. 


Mr. Miller, of the Emerson-Brantingham Company, ap- 
pearing for the national association, it was soon learned, 
was speaking of implements and not of the rule, and Ex- 
aminer Disque remarked that if he had known what the 
witness was going to talk about he would not have per- 
mitted him to go on at that time. The other two imple- 
ment witnesses whom Mr. Snow was ready to offer did not 
go on. Mr. Miller spoke to the question of applying the 
sliding scale of minimum weights to agricultural imple- 
ments. He had no objection to the principle involved in 
the rule, but he did object to it as applied to implements. 


Business of the Brewers. 


Persons in attendance at the hearing August 14 who 
were not familiar with the facts, but had the popular 
misconception of them, lost any sympathy they might 
have had for the brewers because of the prohibition 
wave. It was shown pretty conclusively that the business 
in so-called ‘“‘near-beer” or cereal beverages had far 
greater possibilities than that of beer and more than 
offset any losses on account of prohibition, though the 
industry is suffering because of the war conservation of 
grain. 


Mr. Burchmore, as attorney for the Shipping Brewers’ 
Traffic Committee, put on the stand Warren Burkhart, 
traffic manager of the Peter Schoenhofen Brewing Com- 
pany of Chicago, who proved an able witness. The prin- 
cipal burden of his complaint for himself and his asso- 
ciates was with respect to the absence in Official Clas- 
sification territory of estimated weights on returned 
cereal beverage bottles. He also complained of certain 
proposed increases in rates, directing his attention more 
particularly to southern territory. The effect of the pro- 
posed changes in ratings, he said, would be to localize 
the business. 

Mr. Colquitt started the line of questions that devel- 
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oped the facts as to the tremendous business the brew- 
eries are doing in near-beer. The witness said the cereal 
beverage had brought up the tonnage seriously affected 
by prohibition. His brewery, for instance, had started a 
campaign in eighteen states and expected to sell 2,000 
cars as a result of it, but by reason of the curtailment 
by the government of the grain allowance, the salesmen 
had to be called in and the efforts were confined to four 
states. There is a larger field now, he said, for cereal 
beverages than there ever was for beer and the brewery 
tonnage would probably have greatly increased- had it 
not been for the government curtailment of supplies. 
The business of the brewers was thus on the increase 
instead of the decrease, as popularly supposed—or will 
be so when government curtailment of supplies comes 
to an end. 

Mr. Burkhart wanted the system of estimated weights 
continued in Official Classification as a time and labor 
saver, or he would be satisfied with weight agreements 
if they could be made elsewhere as they have been in 
Western Classification territory. But he said the brew- 
ers had been unable to get together with the weighing 
and inspection bureau in C. F. A., it having arbitrarily 
refused to make such agreements. 

Mr. Collyer said he conceded the value of the principle 
of an estimated weight in the classification, though he 
believed it a difficult matter because of the variation in 
the weight of the packages. But he volunteered to con- 
fer with Mr. Markey, of the weighing and inspection 
bureau, with a view to clearing up the situation as to 
weight agreements, and said he would make a report 
later. 

H. W. Knoche, traffic manager of the Theodore Hamm 
Brewing Company, St. Paul, was on the stand for a mo- 
ment to offer an exhibit and corroborate the testimony 
of Mr. Burkhart. 

What Are Essential Oils? 

Mr. Hanson’s witnesses were ready to continue at the 
opening of the morning session, but were put aside for 
a time. The first thing on the program was a consid- 
eration of the classification of peppermint and spearmint 
oil. W. H. Smith, of the A. M. Todd Company, Kalama- 
zoo, conducted the examination of J. F. Campbell, ac- 
countant and traffic manager of that company: He 
wanted a first class rating on these oils, the only changes 
proposed being in Southern and Official territories. There 
was a long and technical argument between him and Mr. 
Lawrence, of the Official Classification Committee, as to 
the meaning of “essential” oils. When it ended every- 
body still thought “essential” meant what he thought it 
meant when he began to argue. 

Mr. McNabb, of the Edible Oil Company, Louisville, 
wanted the same rating given to cottonseed oil, solidified, 
as to lard, with which, he said, it comes into competition. 
It is proposed to increase the rating from sixth to fifth. 

A. C. Giaciolli, of the Bowen Products Corporation, 
Chicago, protested against placing the grease cups manu- 
factured by his concern in the same class with higher 
priced automatic lubricators. He also would like to re- 
tain the privilege of shipping in bags, though he did not 
insist on that point. 

W. D. Wells, representing the Clay Products Associa- 
tion, composed of thirty-one shippers of sewer pipe, 
wanted to talk about rule 6 (the marking rule) which, 
in Western Classification, is not as now proposed in the 
consolidated book. Mr. Fyfe remarked that that was a 
rule of the Director-General and the Western Committee 
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had been directed to “get in line, which we shaii do 
mighty quick.” 

The question was raised as to whether this matter coulg 
properly be discussed in this proceeding. Examiner Disque 
said the remedy was to ask the Director-General to change 
the rule. 

Mr. Wells also objected to the Western Classification 
rating on chimney caps or tops because it is higher than 
the rating on other clay products, but was ruled out 
of order on the ground that no change is proposed, though 
he insisted that there had been a change proposed ip 
the principles governing mixtures which would affect him 
in this matter. Mr. Colquitt made the point for the 
record that even when no change is proposed, wherever 
the application of the proposed rule 10 would work such 
a hardship as to necessitate a mixed carload rating, the 
Commission ought to know about it. 

C. C. Crause, representing the Iowa Pipe and Tile Com- 
pany, the Plymouth Clay Products Company and the 
Whatcheer Clay Products Company, wanted a change in 
the specifications for loading sewer pipe. He was told 
to submit his own specifications and the carriers said 
they would consider them. 

R. O. Youngerman, traffic manager of the Mason City 
Brick and Tile Company, wanted specifications to provide 
for the use of straw instead of wooden gates in loading. 
He also was directed to get together with the carriers. 
Mr. Fyfe said attention would be given to the matter 
after the close of the present hearings. He will also 
submit a rule as to method of bracing. é 

Murray Billings represented a group of concrete pipe 
manufacturers under the name of the American Concrete 
Pipe Association: He put on several witnesses who were 
examined by Mr. Harris, engineer for the association. 
They presented a set of specifications for loading their 
product which the carriers will consider. The substance 
of their case was that their product does not require as 
stringent provisions for loading as the clay products. 

Beer Containers. 

Mr. Steadwell, who took the stand at the opening of 
the August 15 session, to justify ratings on beer contain- 
ers, explained that the low rates on empty containers in 
Southern Classification were made in the halcyon days 
before prohibition waxed so strong and competition in 
the southeast was high. They were made in the interest 
of both carriers and shippers, but now, he said, the effort 
must be to get away from that condition. The former 
arrangement, he said, really amounted to a commodity 
rate adjustment by classification. It was a preferential 
arrangement for a special industry. The carriers now, he 
said, were proposing to establish fairly consistent and 
reasonable ratings on empty ale and beer packages. 

Asked on cross examination why several items in the 
book were not shown by proper symbols to be advances, 
Mr. Steadwell said he could not explain the fact, but he 
knew the man who dealt with the matter was an hones! 
man and would not have done such a thing intentionally. 


He also knew of many reductions that were not indicated 
by symbols, he said. Mr. Colquitt interposed to say that 
he had sat with the committee that prepared the col 


solidated classification and the markings were made 4 
accurately as was consistent with the pressure undef 
which the committee had to work. He said he had hil 
self urged the carriers to indicate advances wherever ther¢ 
was even a possibility of an advance being effected. Mr. 
Steadwell said that errors of the kind pointed out wele 
due simply to oversight. Mr. Burchmore, who had asked 
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the questions, said he was satisfied that that was true, 
but he merely wished to bring out the facts. 

Mr. Lawrence, of the Official Classification Committee, 
took the stand to say that since the session of the day 
pefore he had had a conference with Mr. Markey and 
had learned that, in principle, the latter favored weight 
agreements on the inbound traffic of the brewers, but 
that the details would necessarily require discussion. Mr. 
Burchmore acceded to the suggestion that Mr. Burkhart 
and his other clients arrange a conference with Mr. 
Markey, at which it is hoped an adjustment of this matter 
will be reached. 


The next subject taken up was trailer trucks. H. E. 
Bruce, of the Troy Wagon Works Company, Troy, O., was 
the first witness. His point was that the proposed classi- 
fication would make a higher rate on his trailer than on 
self-propelled motor trucks. As an example of the in- 
crease proposed, he said his rate to New York was now 
$37.80 and under the proposal it would be $94.50. Under 
the proposal, he said, his company would be practically 
prohibited from shipping in less than carload lots. Mr. 
Fyfe asked him how he could justify a different rating, 
considering trailers as a whole, from that on horse-drawn 
vehicles. Mr. Bruce said the two things were entirely 
different as to construction, use, and in other respects. 
He said he wouldn’t consider such a difference in rating 
as a discrimination. 


Mr. McEwen, representing the Warner Manufacturing 
Company of Beloit, confirmed the testimony of Mr. Bruce 
as to the general situation and offered his own testimony 
as to two-wheeled carts, showing how the proposal would 
work an increase, though he said a reduction was indi- 
cated in the book. Mr. Collyer said the matter was some- 
what confused because of the comparative newness of 
the industry and the number of different types of trailers 
springing up overnight in all parts of the country. Mr. 
Fyfe introduced many photographs and catalogs from his 
fle to show the wide variance in the types of trailers 
manufactured and to support his theory that they cannot 
be differentiated from hores-drawn vehicles in classifica- 
tion. 


Mr. Collyer said the Commission ought to take into con- 
sideration the fact that manufacturers of horse-drawn 
vehicles have gone very largely into the motor truck and 
trailer business, and the types are many. His committee, 
he said, was confronted with the situation that the classi- 
fication of horse-drawn vehicles must be revised to fit 
With the Western and Southern classifications to remove 
the discrimination, but because of the rapid development 
of the trailers the time for making this revision was put 
off until all the committees could work the thing out to- 
gether. In the meantime the present Official Classifica- 
tion provisions were adopted to bridge over. When the 
consolidated, committee was called on to do its work at 
once there was no agreement as to ratings on trailer 
trucks. The committee’s solution, he was frank to admit, 


had resulted in some difficulties and he did not know the 
answer. 


At this point Mr. Hanson was allowed to put back on 
the stand Mr. Murawsky, whc discussed ash sifters, coal 
hods, sheet iron or steel cuspidors, roasters, oil tanks, and 
dil cans. He disagreed with the position taken previously 
by Mr. Hanson‘s other witness, who wanted a separate 
item on oil cans, even at the expense of an increased 
Tate. Mr. Hanson explained that he had done the best 
he could to get the members of his association together 
on everything, but he didn’t believe that could be accom- 
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plished in any association of manufacturers. Mr. Collyer 
heartily agreed that that was his experience also. 

At the afternoon session, which continued until after 
six o’clock—adjournment being taken until nine o’clock 
the next morning—consideration of trailers was resumed, 
Stanley Bates of the Lee Loader and Body Company, Chi- 
cago, being the first witness. He spoke on behalf of 
heavy motor truck trailers, with two and four wheels, 
more particularly as to the latter. 

The carriers put on C. E. Childers, secretary of the 
Pittsburgh Freight Committee and joint agent of the in- 
spection bureau, to explain what a steel billet is, that 
being the next item up for consideration. Murray Bil- 
lings, for the American Iron and Steel Institute, put on 
Robert Korson to do the same thing for the steel men. 
This was a resumption of the matter heard in New York, 
where Mr. Colquitt, then acting as examiner, had asked 
the iron and steel men to try to reach an agreement with 
the carriers on certain matters and appear later at Chi- 
cago. The result was evident when Mr. Collyer arose and 
made a statement to the effect that the carriers were 
willing to withdraw the ten-foot limitation in view of the 
extreme need of the government at this time for steel, it 
being understood that this was done without prejudice 
to what might be decided as best after the war. 

Mr. Laing of Libby, McNeil & Libby, offered some tes- 
timony as to tin cans, which he later withdrew in the light 
of further information given him on the subject. 

H. R. Brasheer, of the St. Louis Chamber of Commerce, 
appeared on rule 3, which concerns the list of valuable 
articles not accepted for transportation by the carriers. 
His protest was against the action of carriers in refusing 
to accept catalogs with stamps affixed. There was an 
argument of some length, Mr. Fyfe characterizing the pur- 
pose of those behind Mr. Brasheer as “attempting to skin 
the Postoffice Department” and Mr. Brasheer contending 
that the process could not be called “skinning” as long 
as it was legal. 

Mr. Sizemore of Louisiana, Mo., appearing for the Amer- 
ican Association of Nurserymen, complained against the 
Western carload rating on nursery stock. 

George S. Watts, of the St. Louis Brass Manufacturing 
Company, pleaded the cause of semi-indirect lighting 
globes. What is a globe and what is a shade and what 
kind of each or either would break easier than another 
was debated. The item is new in Official and Southern 
and a revision is proposed in Western. Mr. Fyfe ex- 
plained that the Western had made its classification on the 
basis of value, but the other representatives on the con- 
solidated committee did not think this proper, so the pro- 
posal now presented was the result. 

Mr. Lawrence, who took the stand in justification of 
the proposed adjustment, pointed out how the second Cum- 
mins amendment had resulted in the nullifying of effective 
attempts to use value as a factor in rating, because a 
shipper can and does declare a less than actual value in 
order to get the lower rate, being able to insure himself 
against loss at less expense to him than would be caused 
by paying a higher freight rate. 

Fred C. Peters, representing several companies, appeared 
in behalf of Pittsburgh water heaters. 

Fred L. Fisher, of the Hunt, Helm, Ferris Company, 
talked about tank heaters, on which, he said, the rating 
had been advanced and the minimum reduced in all three 
territories, and children’s coasteer wagons. He wanted 
a separate entry for the latter, because the loading was 
extremely heavy. He thought such loading ought to be 
recognized and encouraged. 
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Mr. Kern, representing the Wagner Manufacturing Com- 
pany and the Burnham Manufacturing Company, also 
makers of coasters, wanted the same thing. 

W. L. Dryer, of Elkhart, representing a manufacturer 
of children’s carriages, sulkies and go-carts, condemned 
what he said was an effort to get more revenue for the 
carriers on his product—already productive of high freight 
returns—in spite of the fact that Director-General McAdoo 
had said that his order No. 28 would produce all the addi- 
tional revenue needed. At one time, when the discussion 
turned on the higher minimum on baby carriages and the 
witness said his company had cheerfully accepted it, Mr. 
Collyer, the father of seven, spoke feelingly in agreement 
with the statement that the cost was passed on to the 
consumer. 

Disque Suggests Subterfuge. 

B. C. Jones appeared for the National Association of 
Baby Vehicle Manufacturers. He protested the proposed 
rating on baby carriages, but he was opposed to a sep- 
arate item on coasters, because, he said, it would not 
serve the best interests of the industry as a whole. He 
was .satisfied with the description as it stood. He was 
questioned by Messrs. Fisher and Kern, who do not be- 
long to his association, and they protested that they were 
getting the worst of it. Examiner Disque remarked that 
he did not hesitate to say that in his opinion Fisher and 
Kern had good cause for complaint, though he saw the 
difficulty in reaching an adjustment. He suggested that 
one go-cart in a carload of coasters would give the mini- 
mum desired, but Mr. Kern, who does not deal in go-carts, 
said he did not believe his concern ought to be forced 
to any such makeshift. Mr. Collyer arose to say that he 
thought such a thing would be indulging in a questionable 
practice and he believed Mr. Kern had something of that 
sort in his mind, to which Mr. Kern assented. 

“Do you think it would be wrong?” asked Mr. Disque. 

“It would be legal, no doubt,” replied Mr. Collyer, “but 
it is a practice that is regarded as questionable by car- 
riers and arouses their ire. They try to prevent it wher- 
ever they can.” 

Mr. Kern, when Mr. Disque again suggested this plan, 
said his company, to take advantage of it, would have to 
buy or manufacture a line of go-carts and would have to 
give them away as premiums. 

Though the Chicago hearing has proceeded with dis- 
patch, there will not be time to consider all the matters 
that were scheduled for hearing, the time being further 
shortened by the fact that some things were carried over 
from New York. Persons interested in the following com- 
modities have asked for and are expected to have sep- 
arate hearings after the present schedule is finished: 
Packing-house products, fresh meats, poultry and eggs, 
dairy products, petroleum and its products, stoves and 
ranges, and furniture. There may also be others later. 

New York Hearing. 

New York, N. Y.—Iron and steel lamps, reinforced con- 
crete, steel and concrete, bridge-builders’ outfits, “skull 
crackers” and a few other things in the iron and steel 
list consumed the morning session of August 8. 

Murray Billings, of the Illinois Steel Company, was 
closely questioned on shell billets, which, according to 
a note defining or limiting the sizes and shapes, the wit- 
ness maintained, would require the payment of fifth in- 
stead of sixth for no reason other than that their shape 
and chemical composition differ from other billets. The 
classification men tried to ascertain the prices and value 
of the shell steel as distinguished from billets used in 


making boiler tubes and other things less costly than 
cannon shells. 

“Skull crackers” as steel hardware would be intolerable 
to C. M. Andrus, who spoke for the Otis Steel Company 
of Cleveland. He objected to a note which says that 
castings, needing no further work, shall be rated as hard. 
ware, N. O. I. B. N. The crackers are steel balls weigh. 
ing from 2,000 to 20,000 used for breaking scrap material, 
and Mr. Andrus suggested it is ridiculous to put that 
kind of castings on the hardware basis simply because 
the balls can be used as soon as taken from the sand, 
They are rough castings, he said, entitled to the sixth 
class. Mr. Colquitt told Mr. Andrus and the classifica- 
tion men to get together. 

Another instruction to hold a “get together” meeting 
was given to E. M. Wood, traffic manager for the Truscon 
Steel Company of Youngstown. He objected to the in. 
crease in minimum on scrap iron from 40,000 to 50,000, in 
official territory, for the reason, he said, that it is im 
possible to load thin scrap sheet and wire clippings to 
50,000. He had no objection to the advance to fifth in 
the south. 

“I feel sure these carriers have no desire to establish 
a minimum that cannot be loaded,” said Mr. Wood. “In 
the ordinary gondola we can load about the present mini- 
mum. If we could always get cars with sides of more 
than four feet we could load 50,000 most of the time.” 

The witness said that within ten days he would furnish 
detailed data as to loading in a lot of cars. 


A. M. Hughes of the Reiter-Conley, Charles McNichol 
of the American Bridge, C. S. Belsterling, Mr. Colquitt 
and the classification men got into a discussion on the 
question of weights, ratings and other parts of bridge 
builders’ erection outfits. Hughes and McNichol seemed 
unable to give facts for which Mr. Colquitt asked. 

“It is unjust to other witnesses for you gentlemen, who 
are not prepared, to take up time,” said Mr. Colquitt. 

Hughes and McNichol said the change in official ter- 
ritory would cause an increase of 80 per cent in the 
charges. The change is from 70,000 minimum at fifth 
to actual weight and sixth class. Mr. Colquitt asked for 
supporting data, but none was forthcoming. Mr. Colquitt 
commented unfavorably on the fact that no figures were 
offered by the complainants. 

“Perhaps if the carriers offered their justification, as 
the law requires, we could have come here better pre 
pared,” suggested Belsterling. 

“They will do that,” said Mr. Colquitt. 

“But when?” asked Belsterling. 

“We hope to do so at Chicago next week,” said Mr. 
Collyer. 

Belsterling, Hughes and McNichol said they could not 
be at Chicago. 

“We will let the matter go by default,” said Belsterling, 
“and take it direct to the Commission. We do not know 
what facts the carriers rely upon to justify these ad 
vances. We cannot meet what they offer until we know 
what they offer.” 

Mr. Fyfe took the stand to say that so far as the west 
is concerned the new provision is more liberal than the 
existing one. Mr. Collyer also took the stand to say 
that the changes in Official would increase the charges. 


The questions asked by Messrs. Fyfe and Collyer in: 
dicated that the classification men, when they wrote the 
item, believed the bridge builders had hoaxed the carrie! 
in fixing the tare weight of the cars on which their erec: 
tion cranes and other parts of the outfit are placed. The 
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tare weight is stenciled on the largest outfits at 80,000, 
thus leaving the lading weight comparatively small. 


H. W. Holden of the Pittsburgh-Des Moines Company, 
pridge builders, objected to the omission of hoisting en- 
gines and air compressors from the list of things con- 
stituting a contractor’s outfit. Messrs. Fyfe and Collyer 
remarked that the Commission had not favored the mak- 
ing of rates on machinery used by contractors any lower 
than rates for other shippers. Messrs. McNichol and 
Hughes claimed increase in cost for transporting the out- 
fits their companies use in the erection of bridges, but 
they had no specific movements with which to back up 
their contention. They will furnish material of that 
kind. Mr. Holdrege had figures, but he was persuaded 
to put them into the record without reading. 

H. H. Pratt of the Crucible Steel Company of America 
wanted to talk about the packing and loading of graphite 
crucibles, 1,000 of which are loaded in a standard car. 
His only interest in the matter was the increase of cost, 
which he said would not increase safety. He had de- 
tailed figures and was prepared to go into the subject. 

“We have no desire to be arbitrary,” said Mr. Collyer 
before Mr. Pratt had gone into the subject. He sug- 
gested a conference and it was so ordered, on the theory 
that the classification men can figure out a rule that will 
be just and satisfactory. 

Mr. Wood of the Truscon Steel Company was recalled 
to talk about increases in the south on single, twin and 
triple loads, reinforcing bars, steel floor arches, metal 
lath, column hooping and steel sash in less-than-carload 
quantities. He frankly said it was a commercial prop- 
osition altogether. The south does not use reinforced 
concrete steel in carload quantities. Therefore it is de- 
sirable to encourage the use of this kind of building ma- 
terial in the south by keeping the L. C. L. rating at 
sixth instead of raising it to fifth. 

H. L. Andrus of the Cleveland Hardware Company be- 
gan talking about hardware items, but was stopped by 
the classification men announcing that they would change 
their work as he desired. 

C. E. Spangenberg, traffic manager for the Corrugated 
Bar Company of Buffalo, asked, as had E. M. Wood, for 
the retention of sixth class on bars. 

C. B. Parsons of the Macbeth-Evans Glass Company 
of Pittsburgh objected to the changes required in crating 
lamps, globes, founts and other articles going into the 
make-up of lamps. He particularly objected to the de- 
struction of the distinction between plain and decorated 
lamp founts in official territory. The effect is to reduce 
the rating on decorated founts and to increase on the 
plain from rule 25 to second in official and from second 
to first in the south. He said that not more than one- 
half of one per cent of the tonnage is decorated, so the 
effect is to make a big increase on practically the whole 
tonnage. 

Disque Back on the Job. 


Attention was drawn by Mr. Colquitt during the hear- 
ings on August 8, to the fact that the carriers had not 
put in justification for the increases caused by the con- 
Solidated classification. 

Examiner Disque was able to resume his place at the 
afternoon part of that day’s work, having escaped the 
danger of an operation for appendicitis. At one point he 
drew marked attention to the fact that the carriers had 
hot offered testimony tending to show that what they 
Propose would be just and reasonable as required by 
the act to regulate commerce. Their failure may be 
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cured at later hearings. The law does not say they shall 
have the burden of going forward as well as the burden 
of proof, but in practice before the Commission they bore 
both burdens. In these hearings the shippers have borne 
the burden of going forward as if they were responsible 
for the changes. The shippers did not dwell on the fact, 
but if oral arguments are allowed the point may be raised, 
especially if no opportunity is presented to some of them 
for cross-examination. 

There was reference to the change in control of the 
carriers that took place January 1. When Examiner 
Disque announced that he had been advised that the 
Director of Traffic would authorize the elimination from 
the classification of the rules pertaining to the equaliza- 
tion of empty and loaded tank mileage. That elimination 
will be made because, as between federal-controlled roads, 
equalization has been abolished. Equalization between 
controlled and non-controlled roads has been ignored. 

Automobiles, acids and nitrate of soda were under at- 
tack and defense at the afternoon session. 

That automobiles are necessities was the major prop- 
osition laid down by Traffic Manager Marvin of the Auto- 
mobile Chamber of Commerce in discussing the proposal 
to separate passenger and freight vehicles, increasing the 
passenger rating from double to 2% times first and re- 
ducing the freight to first in Western Classification ter- 
ritory. On January 1 there were 4,973,000 motor vehicles 
in the United States, of which about 400,000 were trucks. 
Two million machines, it is estimated, are owned by 
farmers. In western territory there are 2,147,570 ma- 
chines. s 


The ratings, the witness said, were made in the first 
instance, when the idea was that motor vehicles were 
akin to sporting goods. Mr. Marvin asked for a separa- 
tion of freight and passenger vehicles, higher minima and 
lower rating on carloads of knocked down or partly 
knocked down machines. This, he said, was no time to 
increase the ratings, especially in view of the fact that 
the production has been cut down so as to afford material 
for more needed articles. 


Mr. Marvin submitted memoranda on various phases to 
show the classification men the necessity, as he sees it, 
of their scrutinizing their work to make it more logical. 
One memorandum, for instance, shows that a mixed car- 
load containing one freight automobile in a load of pas- 
senger vehicles, in a 40-foot car, would cost more, to the 
shipper, than a carload of passenger cars. Mr. Marvin 
submitted an exhibit showing the value of different kinds 
of cars, of the lighter types. 


“Put in some of the heavier types,” said Mr. Fyfe, and 
Mr. Marvin proceeded to do so, although, he said, the 
heavy machines furnish only a small percentage of the 
tonnage. 


On cross-examination Mr. Fyfe emphasized the fact that 
the new ratings in the west will bring them up to the 
official ratings. He wanted to know why Mr. Marvin 
said the increase would restrict the market. 

“I said that because any addition to the cost of auto- 
mobiles means a_ restriction,” said Mr. Marvin. The 
manufacturers have had to increase their prices to cover 
the cost of materials and labor. The result of that has 
been a restriction in the market. Therefore the increase 
in freight means restriction. 

Mr. Fyfe, in justifying the readjustment of ratings, said 
he estimated it would just about keep the revenues where 
they have been. 

“I’m willing to keep ratings where they are,” said Mr. 
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Fyfe, “if there is no benefit to be derived from a raising 
change, in official from third to rule 25 on the lighter 
freight. I’m inclined to agree with Mr. Marvin that a 
mixture of freight and passenger vehicles on the passen- 
ger rating would be all right.” 

Traffic Manager Sharp of the Chevrolet Company ob- 
jected to third class in official on jacks, L. C. L. That 
is the rating in Western. He said the matter was not 
important. He was sandwiched on the stand between 
parts of Mr. Marvin’s testimony. 

When Mr. Marvin resumed the stand he criticized the 
provisions relating to automobile gasoline tanks on the 
ground that no justification had been offered for the 
of the rating on pleasure vehicles and a lowering on 
tanks. Mr. Collyer said the official lines had always felt 
that third class on a 12,000 minimum was too low, even 
if the west and the south do impose only third. The 
increase is only on the lighter tanks. 

The lighter automobile manufacturers objected to an 
increase in the minimum in the east on axles, from 24,- 
000 to 30,000 and 36,000. In the west the 30,000 minimum 
earries the fourth rate and the 36,000 minimum class A. 
Two of the manufacturers use axles with attachments 
that will not allow them to load 30,000. Most of the 
manufacturers, however, can and do load 30,000 or more. 
Mr. Marvin said he was speaking only for the manufac- 
turers of the axles with the attachment of what is known 
as the “third member.” Mr. Collyer said that the mini- 
mum seemed to suit a majority of manufacturers. 


“Mr. Collyer, are you going to offer any justification for 
this minimum?” asked Examiner Disque. 

“Yes, at Chicago.” 

“Are you going to be in Chicago, Mr. Marvin?” asked 
the examiner. 

“No, sir, I am not.” 

“Do you think it is fair to the shipper to defer your 
justification to a time when the shipper will not be there 
to hear it?” asked Mr. Disque. 

“We'll submit justifying facts some time this week,” 
Mr. Collyer then said. 

“Then let the record show that neither side was pre- 
pared with facts to justify or oppose this minimum,” said 
the examiner. 

A similar entry was made with regard to the advanced 
minimum on automobile wheels, although the classification 
men said they would submit facts before the end of the 
week. 

J. K. Corbett, of Grace & Co., of New York, objected to 
the increase in the south in the L. C. L. rating on nitrate 
of soda, which he said is a fertilizer material. Since 1910, 
he said, nitrate of soda has been carried in the list of 
fertilizer materials, at 120 per cent of the carload rate. 

Answering a question by Mr. Colquitt, Mr. Voorhees said 
the fertilizer list had been abolished by the consolidated 
book and the commodities separately listed. 

Answering questions from the same source, Mr. Corbett 
said that nitrate of soda was the only one of the nitrogen 
producing fertilizer materials that has received as high as 
fifth class L. C. L. The result is that the L. C. L. rate on 
nitrate of soda Mobile to Decatur, Ga., goes from $4.20 to 
$12.80 per ton. Every other nitrate fertilizer shipped from 
Mobile to Decatur remains at $4.20 a ton. The increases 


on nitrate fertilizers L. C. L. are from 200 to 365 per cent. 

Mr. Corbett objected to an increase in the carload mini- 
mum from 30,000 to 40,000, because it is too high as a 
commercial unit. The cotton planting communities have 


been educated to dealing in 30,000 units. Many of them 
would prefer a unit of 20,000 pounds. 

The classification men made the witness admit that 
nitrate of soda is one of the chief sources of nitric acid, 
without which there would be only a small amount of am. 
munition. Mr. Corbett cheerfully admitted that it is casy 
to load the minimum. 

The witness rather insisted on the railroads making 
some kind of justification, and Mr. Voorhees took the stand 
to say that while the southern committee has tried to put 
all L. C. L. ratings into the first four classes, an exception, 
it felt, should be made of nitrate of soda, hence only fifth 
for it. 


Chairman Fyfe asked for the nitrogenous content of 
nitrate of soda and cottonseed meal because Mr. Corbett 
mentioned the meal as a competing fertilizer material. Mr, 
Corbett had Dr. Jacob G. Lipman, a chemist, on hand to 
answer questions, but Examiner Disque waved him aside 
because, he suggested, the point is not big enough for 
consideration in such a formal way. Mr. Fyfe also lost 
interest in the chemical side of the question. He did not 
care for the information even when Dr, Lipman was will- 
ing to offer it in behalf of the farmers, who, he said, should 
not be called on to pay any more for their fertilizers. 

C. H. George, for the New Jersey Zinc Company, ob- 
jected to paying the L. C. L. rates on acid returned in tank 
cars. 

The zinc company suggested that the charge should not 
be greater than the carload rate. The acid returned is 
that left in the tank cars, either through crystallization, 
inability of the consignee to unload in a reasonable time 
or any other of a half-dozen reasons. The zinc company 
derives no benefit from the return of the acid, especially 
sulphuric, which crystallizes the minute the weather be- 
comes a bit chilly. The rate, the zine people suggested, is 
in the nature of a penalty. Same pay should be exacted, 
the zinc company told the classification committees. Simi- 
lar testimony was given respecting chloride of zinc. 

The only justification offered was for increased ratings 
on sulphuric acid in carboys. Respecting them Mr. Voor: 
hees said the effort was to bring them up to the level of 
sulphuric acid in carboys in Official and Western. Mr. 
Disque asked if that was all and the witness said it was. 

Question of Actual Value. 

Tin cans, fiber and tin cans or boxes, and fiber contain- 
ers for tobacco, toilet preparations, coffee, and the other 
things put into such boxes or cans were the principal 
articles under consideration at the morning session of 
Aug. 9. A small part of the time was also given to a dis- 
cussion of “actual,” “released,” and “declared” values. 
That last mentioned subject was brought up by Walter 
Gordon Merritt, representing the Silk Association of Amer- 
ica, who objected to the classification descriptions in 
which the words “actual value” appeared. He said such 
words were confusing and misleading in view of the law 
as declared by the Commission in its decisions under the 
Cummins amendments. He said there was no reason why 
the classification committees should not make theif 
language conform to the law and make it plain that the 
shipper has the option of shipping on a declared value 
and the carrier cannot compel him to disclose the value, 
especially in silks or anything else on which the Commis: 
sion has given permission or required the establishment 
of declared or released value. rates. 

Declaring that the proposal to increase the rating om 
tin cans from fourth to Rule 26 in Official classification 
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territory would result in unjust and unreasonable rates, 
Joseph G. Fick, for the Southern Can Company, of Balti- 
more, asked for the retention of existing rating on such 
commodities, especially inasmuch as he figured the car- 
mile, on all the usual hauls, to come within the limits 
of reasonable remuneration. Mr. Collyer, however, taking 
some of Mr. Fick’s figures, asked him if they did not figure 
out fifteen cents per car-mile which, while it might have 
been a reasonable return under ordinary conditions, is not 
so under existing conditions. Mr. Fick used the mileages 
and proposed rates on the B. & O. on shipments from 
Baltimore to Cumberland as typical. 


C. J. Fagg, president of the Freight Traffic Service Com- 
pany, representing a long list of condensed milk companies 
and shippers of that kind, also opposed the proposed 
advance in ratings on cans such as his clients use, from 
fourth to Rule 26, in official territory, as sure to result in 
unjust and unreasonable charges on that traffic. He said 
that both manufacturers and users of cans were working 
on contracts made before the proposed unification of 
classifications was made and to advance the rates under 
conditions of that kind would be inequitable, to say the least. 
Mr. Collyer asked him if he could write a description that 
would take care of the heavier loading small cans and 
boxes and he admitted he could not. He submitted ex- 
hibits tending to show unreasonably high returns on ship- 
ments from Binghampton, N. Y., to Troy, Pa., and from 
Weirton, W. Va., to destinations in Ohio, New York, and 
Pennsylvania. 

“The tin can is not among the greatest revenue pro- 
ducers,’ said A. L. Griffith, the traffic man of the Amer- 
ican Can Company. “It, however, pays a fair share.” 

Mr. Giffith submitted exhibits showing car-mile earnings 
over 25 cents on a load of 18,000 pounds. He figured the 
advance that would result from changing the rating from 
fourth to Rule 26 as nearly sixteen per cent. Mr. Collyer 
said that on the New York-Chicago scale the advance would 
be 14.3 per cent. 

On cross examination, Mr. Collyer brought out that the 
increase would be about a tenth of a cent a can. He 
wanted to know how much of an increase that would cause 
in the retail price of a can of foodstuff. 

“A tenth of a cent per can is not much,” said Mr. Griffith, 
“but when you take into consideration eleven hundred 
million cans you have an item in the cost of living you 
cannot ignore.” 

Cans and Boxes. 


Mr. Collyer, taking the chair as a witness, reversed the 
trouble the official committee has had in undertaking to 
classify and properly rate tin cans, fiber containers, oil 
cans and boxes of metal and fiber. The committee came 
to the conclusion that it was impracticable as a transpor- 
tation matter to make any distinction between cans and 
boxes. As one of the results of the scrutiny of 14,000 
Minimum articles, the committee came to the conclusion 
that Rule 26 is the rate that should be applied to com- 
Modities of such light loading. Mr. Fagg, cross-examining 
Mr. Collyer, asked why the Rule 26 rate was not applied 
to boxes and barrels and wire containers. Mr. Collyer said 
there was a distinction between the shipping barrel or 
basket and a can. The barrel or basket is a shipping con- 
tainer, while the can is the container inside the shipper 
Container, which is usually the wooden box. 

“Our aim is to maintain a minimum revenue from our 
freight cars,” said Mr. Collyer. “If a shipper shows how 
by better loading a higher revenue may be assured, we 
feel he should have a higher minimum and a lower rating.” 


THE TRAFFIC WORLD 


333 


Mr. Collyer admitted that the fourth class rating has been 
in effect eighteen years at least and probably more. 


Mr. Griffith objected to Mr. Collyer’s declaration that the 
committee was getting rid of ratings that do not bring 
the carriers a fair return, and that fourth class is one of 
them. His idea was that the revenue is adequate con- 
sidering the fact that the can is used to contain freight 
on which the carriers obtain a good revenue. 


A distinction between the can used by the vegetable 
canner and the box in which smoking tobacco is placed 
for the ultimate consumer should be made, the examiner 
was told by G. C. Lucas, traffic man for the American 
Tobacco Company, because the small can or box in which 
smoking tobacco is carried loads more than 14,000 pounds, 
the minimum prescribed in the general description. He 
admitted the difficulty of trying to draw a line between 
the light loading cans of large size and the heavier load- 
ing small boxes and cans. He also said he was fully aware 
of the fact that no one had ever devised a description of 
a box as distinguished from a can except by the generality 
that a box has a fixed top while a can has a removable 
top. 

At the suggestion of Messrs. Disque and Colquitt the 
can and box men and the classification committees will 
hold a conference with a view to agreeing on descriptions 
that will enable the committees to make a description that 
will show a distinction between the large packers’ cans 
and the small boxes used in the tobacco and toilet prepara- 
tion factories. 


“The only trouble with that proposition,” observed Mr. 
Fyfe,” is that, inasmuch as we have no dockets now, all 
those interested may not be advised. We may get together 
and agree on something that will not be satisfactory to 
some one who was not advised as to the conference on 
the subject.” Mr. Collyer agreed that that would be a 
difficulty but he suggested that. perhaps, Mr. Fyfe would 
continue tu have a docket and that, perhaps, he might 
devise a way for notifying those supposed to be interested, 
and thereby carry out the Commission’s idea as set forth 
in Commissioner Meyer’s report in I and S, No. 76. 

Respecting cans and boxes composed in part of fiber and 
in part of tin, Mr. Griffith returned to the stand after Mr. 
Lucas suggested a minimum of 12,000 at third class. He 
objected to the increases in Official and Southern as unjust 
and unreasonable. Concretely, he suggested a minimum 
of 10,000 at second for fiber containers, 12,000 at third for 
the composition of tin and fiber, and 14,000 for the tin 
cans or boxes, at fourth class. Mr. Collyer said that 12,000 
at third was not an acceptable rating. 


Mr. Lucas undertook to persuade the classification men 
that they had wrongly rated cigar boxes, empty in heavy 
packing cases; which are later used for carrying the filled 
boxes, but Chairman Collyer bitterly opposed any change 
in the proposed description or ratings. 


Specifications for cement, lime and other kinds of paper 
and burlap and clayed cotton bags as containers occupied 
much of the attention of those who participated in the hear- 
ing August 9. The classification men did not relish the 
work they had done in preparing specifications for such con- 
tainers, but, as Mr. Fyfe said, they had to do something 
of that kind to assure safety of carriage. 


The bag manufacturers objected to the specifications, 
largely on the ground that they are not responsible for 
the scarcity of the materials needed to make goad, stout 
containers. The users of the bags objected to being pen- 
alized for something that is beyend their contre], both 
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sides arguing, in effect, that the carriers were asking to be 
wholly freed from the troubles produced by the war. 

Murray N. Billings had general charge of the testimony 
offered in behalf of the members of the Portland Cement 
Association. One of the specific requests of the portland 
cement men was for the addition of a note to the descrip- 
tion of old used bags of a paragraph specifically covering 
old used cement bags, requiring them to be put into wire- 
bound. bales and marked with a linen tag so that the cement 
maker will get the benefit of the efforts they have put 
forth to procure the return of old bags. 

One of the questions at the hearing was as to the spe- 
cification for old manila rope and kraft papers to be used 
in bags intended for L. C. L. shipments of lime and cement. 
The intricacies of that subject were discussed, for the 
benefit of the classification men and the Commission, by 
L. K. Southard, John A. Manning and L. H. Hartman before 
Mr. Collyer took’the stand to say that the classification 
men, in trying to prepare specifications for the paper to 
be used in making the containers, were like the man with 
many masters. The manufacturers want one thing and 
the users want another. All the carriers desire, he said, 
is the use of containers that will perform the function 
they are supposed to discharge. After he had been on the 
stand the question was further discussed by G. S. Shields 
of the Palmer Cement & Lime Company, who was particu- 
larly interested in kraft paper bags as a user thereof. He 
protested against the high Mullen test for bags of that 
kind and proposed a lower test, claiming that the standard 
set by the classification men is unnecessarily high. 

Mr. Billings protested against the classification provi- 
sion that imposes the next higher class for any failure to 
observe the specifications or failure to have the name of 
the manufacturer upon the bag. The increase in value by 
reason of the printing on the bags may be two per cent, 
but the next higher rate is imposed because of that, mak- 
ing a twenty per cent increase in rate. 

S. B. Smith of the West Jersey Cement Company pro- 
tested against the elimination of Manila rope bags, be- 
cause they do not contain as much of the Manila fiber as 
the specifications call for, although the weakness resulting 
from the inability of the bag makers to put as much Manila 
fiber into the bag as the specifications call for has been 
overcome, he claimed. He submitted samples of the old 
rope paper bags that company desires to use to show that 
it stands a higher tensile test than is required for the 
bags containing a larger percentage of Manila fiber, be- 
cause it has been made heavier. 

Mr. Southard protested against a higher rating on bags 
printed than on bags not printed. The food administra- 
tion, he said, requires flour bags to be printed and for 
compliance with the law which may increase the cost of 
the bag two per cent the penalty is an increase in the rat- 
ing to the next higher class. 

S. H. Brown of the Union Bag & Paper Corporation said 
the changes are unreasonable and unwarranted as to L. 
C. L. shipments of printed bags, the increase in the rate 
being thirty-one per cent in Official and 20 per cent in 
Southern. 

“When is a rag a wiping cloth?” was one of the ques- 
tions that worried the examiners, the classification man 
and Chas. M. Haskins, secretary of the National Associa- 
tion of Waste Material Dealers. He said the proposal to 
eliminate the carload rating in Official Classification terrt. 
tory did not worry the men who gather up rags, scrap 
rubber and the other things the ordinary citizen calls junk. 
Mr. Haskins said the dealers who were shipping rags that 
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might be used for wiping machinery do not specifically 
prepare the rags for use in wiping machinery, except in 
perhaps one place. 

The witness asked the classification man to cut out the 
requirement that scrap rubber be baled with wire because 
wire is too hard to obtain and itself becomes a waste ma. 
terial at the rubber mill, while if the junk man is allowed 
to use the old rope of which he has always a large syp. 
ply on hand there will be no waste. The witness also ob. 
jected to the elimination of the word “junk” from the 
classification. It has caused trouble in the west, hence 
its exclusion. The east and south would not accept junk 
as a commodity to be shown in the classification. Fyfe 
argued vehemently against Mr. Haskins’ request for a 
carload minimum on mixed waste materials lower than the 
minimum on the articles of value that may be included in 
the mixture. 

A. M. Bovier, treasurer and general manager of the 
American Sales Book Company, contended that increased 
ratings on the roll from bills of lading have not been jus- 
tified. Mr. Fyfe wanted to know why that kind of printed 
matter should be lower than on the bills of lading printed 
and put in block form. The question raised by Mr. Bovier 
also brought out the rating on order blanks, sales checks 
and things of that kind. D. T. Lawrence of the Official 
Classification Committee defended the advances and in- 
cidentally brought out the history of the effort to get these 
order blanks, duplicating bills of lading and other busi- 
ness forms on a settled classification basis. The new class- 
ification increases some and reduces others in an effort to 
bring about harmony. He submitted a file of forms given 
to the committee a number of years ago, to enable it to 
see the kind of paper used. That exhibit aroused the ire 
of Mr. Bovier, who had testified that sixty-five per cent 
of the paper used by his corporation is news print, the 
lowest grade, so far as price is concerned, that is made. 
He pointed out that the forms used by Mr. Lawrence for 
purposes of illustration are the permanent, loose-leaf led- 
ger file forms, while his are the first record papers pro- 
duced by the salesman. The paper used by Mr. Lawrence 
in illustration of his remarks, Mr. Bovier said, are bond 
and worth many times that used in making sales slips, etc. 


Hard Week in New York 

It took every working hour of the working week begin- 
ning August 5 to carry out the-Commission’s program for 
classification hearings in New York. The work was begun 
at 9 o’clock in the morning and continued until 6 in the 
evening. Nearly every item in the classification was mel- 
tioned, even if the new proposed book made no change 
therein and was not therefore subiect to criticism. 

Only once during the hearings did anything out of the 
usual develop. That was at the morning session of August 
10 when George G. Brown, speaking for the receivers of 
live poultry in New York, intimated that the beef packers 
are including boxes of dressed poultry in shipments of 
dressed beef and are thereby obtaining the benefit of the 
lower carload rating applicable to beef. Mr. Brown said 
he did not profess to know anything and was merely sug& 
gesting to the railroad men that they check up on the 
shipments of the beef packers to ascertain if any shipping 
agent might be doing something of that kind. It was only 


on such a hypothesis that the witness could explain, t0 
himself, the loss to the packers of the L. C. L. poultry 
market in the east. 

A reduction in the rate on dressed poultry without 4 
change in live would be unjust, said Mr. Brown. He is him- 
self a receiver and represented receivers in New York 
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The hazard, he said, is greater on dressed than on live. 
There are many claims on dressed, but hardly any on live 
poultry. His protests came because the committee rec- 
ommended a reduction to R25 without any change in the 
dressed rate. Mr. Brown said that New York must have 
live poultry on account of the 1,500,000 Jews in the metro- 
politan district. Their religious beliefs make its necessary 
for them to have live poultry. The Italian population is 
also averse to buying dressed stuff. 


“J cannot understand why the railroads make such a 
discrimination against live poultry,” said Mr. Brown. “The 
trade is forced to believe the large packers in Chicago 
have had more than usual influence in the adjustment of 
rates to New York. They are our big competitors in the 
west in buying. They can ship dressed poultry on a rate 
of 75 cents from Chicago to New York, while we pay 99 
cents on the raw material, so to speak. I could never un- 
derstand how the railroads carry live cattle at a rate 
of 47.5 cents and 69 cents on dressed meat, while charging 
99 cents on live poultry and exacting only 75 cents on the 
dressed product.” 

Mr. Brown said the live poultry men are going into the 
question even if, as suggested by Mr. Collyer, it is the 
eleventh hour in the matter of classing poultry with but- 
ter and eggs instead of with cattle. He told about the 
destruction, as he said, of the markets for live poultry in 
near-by cities. The big packers, he said, with their pro- 
gressive methods, have captured those markets. How 
they did that he did not profess to say, but he suggested 
that perhaps the big packers mix boxes of dressed poultry 
in carloads of dressed beef. He said he knows nothing 
about the matter, but he suggested there must be some rate 
situation that enables the packers to take the nearby L. 
C. L. markets away from the New York dealers with poul- 
try from Chicago. 

Mr. Collyer then made his explanation in justification of 
the changes in ratings and descriptions on automobile axles 
and jacks. Mr. Marvin of the Automobile Chamber of Com 
merce communicated the fact that one axle manufacturer 
had telephoned that if the provision for automobile axles 
is left unchanged it will be a great hardship on it. The 
last thing at the New York hearing was the putting into 
the record statements made by Mr. Marvin and other auto- 
mobile men when they appeared before the Official com- 
mittee, which statements, Mr. Collyer held, are in conflict 
with what they said to the examiners. 

Objection to a reduction of the minimum on lime from 
36,000 to 20,000 was made by G. S. Shields of the Palmer 
Lime & Cement Company. He admitted. that the reduc- 
tion does not hurt, but he made the protest on the ground 
that probably in a short time the railroads will be back 
asking for a higher rating. That is a way they have, said 
the witness. Fyfe said that by reducing the minimum to 
the point where the west can meet it was the only way to 
bring about uniformity. 

A list of objections to illuminate which required a large 
part of the morning session was presented by C. L. Hil- 
leary, traffic manager for F. W. Woolworth Company. One 
of the points he made, in a discussion of the specifications 
for fiber boxes, is that since the requirement that the con- 
tents of fiber boxes be stated on the outside thereof, there 
has been a great increase in pilfering. 


“The thief knows what he needs and how to get it when 
the box is marked,” someone observed. “It is a labor-saving 
device, an evidence of efficiency.” 

Mr. Hilleary wanted to know what steps, if any, are be- 
ing taken to bring the ratings in the different territories 
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into the same relation to first. He observed that there is 
not much gain, even if there has been uniformity, in de- 
scription, if third class in the south is seventy odd per 
cent of first, while in Official it is two-thirds of first. Spe- 
cific objection was made by him to the changes in ratings 
on wooden candlesticks in the south; the higher rating on 
candy in Official, which, he remarked, within a year will 
have been called upon to stand increases of fifteen, twenty- 
five and twenty per cent; paper bags, not printed; twine, 
N. O. I. B. N.; fish globes, in Southern; salted peanuts 
in Official and Southern, especially in view that the un- 
salted remain without change; and pin cushions, un- 
trimmed, at first class. 

“Down in your heart, Mr. Fyfe, you know first class on 
this article,’ said Mr. Hilleary, holding up a collection of 
pink cushions, “is not right.” 

“I haven’t any more heart than a rabbit,” retorted Mr. 
Fyfe, refusing to treat the complaint as seriously as the 
witness. 

Walter Cox, representing the Pennsylvania Wire Glass 
Co., had models of packing cases for wired glass which 
he claimed are better and cheaper than the specifications 
written into the new book. The classification men were 
inclined to agree with him, but they did not want to be 
put into the attitude of defending what they had proposed 
until after they had had a chance to examine his models. 

Russell C. Jones, for E. F. Houghton & Co., strenuously 
opposed the substitution of sixth carloads and third less 
for fifth, any quantity, on cotton and wool softener paste 
in the south. The increase will increase the freight cost 
on a barrel of softener from $3.25 to $3.95 on shipments to 
a typical point and probably, he said, make it impossible 
for the manufacturer to compete with the natural tallow 
brought to the cotton mills from the farms of the south. 
Messrs. Fyfe and Voorhees undertook to show that that 
could not be the fact, because the average price of tallow is 
greater than that of the softener. 

The proposed elimination of the carload rating, in Offi- 
cial, on cork shapes, N. O. I. B. N., brought forth a protest 
from C. George Siedle, for the Armstrong Cork Company of 
Lancaster. The shapes are used as carbureter floats, bot- 
tle caps and dozens of other things. It was developed that 
the desire for the carload rating was desired so that there 
may be carload mixtures of such articles. He wants third 
class throughout the country on the not otherwise in- 
dexed by name cork articles and third and fifth on cork 
soling, a composition that is known in the trade as cork 
sole. The book gives the composition second and fourth in 
the south, which, the classification men pointed out, makes 
the matter uniform throughout the country. 

At the afternoon session of August 10, R. A. Van Kirk, 
for the National Varnish Manufacturers’ Association, dis- 
cussed the rating for asphalt and coal tar varnish, so 
called, claiming that they are merely paints and not var- 
nishes at all, having no varnish gums in them. He also 
wanted an exception written into Rule No. 15 to take 
care of the New York carloading and unloading situation. 
The rule says the carrier may charge so much for unload- 
ing carload freight. Mr. Collyer pointed out that there is 
no need of any change in the rule because the charge can 
be made only in the event that the tariffs of individual car- 
riers do not otherwise provide. He said that the tariffs 
certainly do otherwise provide for carload freight sent 
to New York. _ 

He also asked for a provision in the rules for a symbol 
on drums not filled with inflammable things, so as to make 
unnecessary the stencilling now required. Examiner Disque 
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appointed Mr. Van Kirk a committee of one to take up the 
subject with the manufacturers. The classification men 
will help. He also asked for a lighter gauge of steel in 
such drums. He and Mr. Griffith were appointed members 
of a committee to take up that subject and report later dur- 
ing the hearings. 

Another long list of articles to which objections were laid 
was submitted by A. S. Atwater, traffic manager for the 
American Hardware Corporation of Bridgeport. He ob- 
jected to the elimination of carload ratings on various 
items in the list of builders’ hardware and the creation of 
a special group of brass, bronze and copper hardware. 
Elimination of the carload ratings will make the mixing 
privilege more expensive. He said it is impracticable to 
keep brass, bronze and copper hardware separate from 
the other kind because in every line the more expensive 
metals are used for different parts. The new group would 
be either useless or force up rates on the hardware that 
constitutes more than sixty-five per cent of the list. 

The good old licorice stick that grandfather carried 
around in his pocket to ward off coughs and colds came in 
for discussion and sampling; also the penny sticks which 
have excited the curiosity of chemists and others with in- 
quisitorial minds because they have wondered what they 
contain. D. D. Sanford of the National Licorice Company 
said the elimination of stick licorice from Official, third 
class, as a separate listing, puts it up to second, the same 
as confectionery. He said it should be third throughout 
the country. The classification men pointed out, however, 
that its value is greater than that of the ordinary kind of 
candy. 

Fred A. Fiedler, traffic manager for the Feigenspan 
Brewing Company of Newark, N. J., asked for the reten- 
tion of estimated weights on bottles in cases, empty, re- 
turned. The proposal is to have actual weights applied. 
Fiedler said there is no objection to the actual weight be- 
ing used, but he said the trouble with such a rule would 


be the application of guess weignts and a constant fight 


to have freight bills corrected. The brewers of the mid- 
dle west will appear in great force at the Chicago hearing 
to urge the retention of the estimated weights. 

Allan Wallace, for the H. W. Johns-Mandeville Com- 
pany, objected to the elimination of asbestos shingles from 
the list of artificial slate roofing materials with a result- 
ing rise in the south from fourth and fifth to third and 
fourth. He also objected to changes made in regard to 
roofing cement, packing material and a number of other 
things in the list of building and roofing materials. 


DISMISSED AS RESPONDENT. 

Not being a party to any of the classifications, the 
Alaska Steamship and Copper River Railroad, operating in 
Alaska, has been dismissed as a respondent in the con- 
solidated classification case. 


MAY REVISE EXPRESS RATES 

The Trafic World Washington Bureau. 

It is not improbable that the Railroad Administration and 
the express company will ask the Commission to revise the 
express rate structure with a view to eliminating what 
they think are absurdities, especially such as are found in 
Louisiana, where the same train runs in and out of two 
zones and creates endless rate confusion. The absurdities, 
so called, are being accentuated by the ten per cent in- 
crease and attention is being drawn to them by a con- 
ference now going on between Director Prouty and repre- 
sentatives of the state commissions of Iowa, Nebraska, 
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South Dakota and Utah with a view to having those states 
allow the increase to be made. 

Mr. Prouty is pointing out to them Mr. McAdoo’s jp. 
terest in both gross and net revenue. The contract be 
tween the Administration and the express company makes 
them partners and McAdoo is interested, as much as they, 
in having rates hoisted. 


TO COMMITTEES FIRST 


The Traffic World Washington Bureay, 

The Administration henceforth will insist on the rule 
that complaint against situations created by order nun. 
ber twenty-eight and amendments thereto and other rate 
matters be first taken up with local or general regional 
committees. Applications for interviews in Washington 
are being turned down emphatically. 

The policy, according to inferences to be drawn from 
what the officials of the Railroad Administration have said 
on the subject, is to be without exceptions that can be 
avoided by the Administration. Exceptions, it is suspected, 
will have to be made when senators and representatives 
insist on having interviews with either the Director-Gep. 
eral, Director Chambers or Director Prouty. No govern 
ment official has ever flatly said he would not listen to 
members of Congress. Some cabinet officers, in the last 
few years, however, have made it so uncomfortable for con- 
gressmen that many of them avoid the executive depart. 
ments, because they do not like to be forced to assume 
the attitude of beggars. Time was when the earth in 
Washington trembled when a senator asked an executive 
officer for something. That, however, was when Congress 
was more independent of the executive branch of the 
government and thought itself entitled to order the ex 
ecutive branch, by resolution or otherwise, to do some 
thing. 

The desire is to build up the committees by giving them 
an opportunity to show complaining shippers that they 
can make recommendations to Washington that will be 
followed unless it can be shown there is an overwhelming 
reason for disregard of the recommendation. The fact 
that Washington approved the recommendation of the 
committee in regard to the Oklahoma commodity rates is 
going to be used, it is suspected, to show that it is not 
a waste of time for complainants to state their cases to 
the local or general traffic committees. The traffic divi- 
sion at Washington approved the recommendations made 
by the St. Louis committee, after conference by it, the 
Oklahoma complainants, and the local officials of the 
railroads. The commodity rates on grain and grain prod: 
ucts, it is pointed out, were put into effect almost the 
minute the recommendation was submitted. Commodity 
rates on green hides, live stock, junk, scrap iron and 
other commodities under consideration at the conferences, 
it was pointed out, were delayed for no reason other than 
that the tariff clerks and printers could not get their work 
done as rapidly as’ those who desired reductions thought 
they should be able to act. 

It is possible for the Railroad Administration to enforce 
this policy, because there is no possibility of one carriet 
upsetting the situation by giving the complainants what 
they desire. Inasmuch as changes can be made only 0 
rate authorities issued by Director Chambers, he has it 
in his power to compel complainants to go where he says, 
on pain of accomplishing nothing other than further de 
lay by remaining in Washington to insist on a heariné 
there. 

It is a bitter pill which shippers are being forced 1 
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swallow by reason of the enforcement of the rule that 
they must go to the district and general rate committees 
with their requests for changes in rates. They feel they 
are being required to appear before men who made the 
rates in the first instance, notwithstanding protests. But 
they are going to take it so as to be in an unassailable 
position, when, if ever, they make formal complaint to the 
Commission. Practically all of them now say they are 
going to take their complaints to the Commission. Some 
of them add that if the Commission does not give relief 
they will appeal to Congress. But appealing to Congress, 
in war time, it is pointed out, is somewhat futile. Con- 
gressmen who hope to continue in office cannot afford to 
antagonize the executive branch of the government. 


McADOO BANISHES LIQUOR 


The Trafic World Washington Bureau. 

In general order No. 39 Director-General McAdoo Au- 
gust 12 banished “liquors and intoxicants” from dining 
cars, restaurants and railroad stations under federal con- 
trol. : 

Mr. McAdoo decided that the government should not be 
a partner in the liquor traffic and one of his first official 
acts after returning to Washington from the west was to 
issue the following order: 

“The sale of liquor and intoxicants of every character 
in dining cars, restaurants and railroad stations under 
federal control shall be discontinued immediately.” 


EXPORT BILL OF LADING 


The Traffic World Washington Bureau. 

Limited and hedged about so that shippers cannot use 
the warehouses of the railroads as places for the storage 
of their commodities while they are hunting buyers, the 
through export bill of lading will be continued through 
the Pacific ports, notwithstanding the order of Director 
Chambers to cancel it on September 30. He has appointed 
a committee, of which H. A. Scandrett is chairman, and 
the other members are Messrs. La Bau, Devant, A. R. Smith, 
Capps and Biddle, regional traffic managers, to prepare a 
through export bill limited to shipments having a specific 
buyer, a specific destination, and a specific cargo reserva- 
tion on an indicated ship. 

A shipper who has a customer in the orient for a com- 
modity he has on hand will be able to obtain a through 
export bill after September 30. The shipper who thinks 
he has a customer in China, or will have by the time the 
goods can arrive at the port, will not be able to obtain such 
a bill, because, under a contract of that kind, the railroad 
is required to take care of the shipment from the time of 
its acceptance to its deliverance, even: if it remains in the 
Warehouse at the port for a year or two. 

Withdrawal of the through export bill was ordered to 
Prevent the doing of business on the pre-war basis. Be- 
fore the war the railroad could afford and was pleased 
to become a partner, so to speak, in export business by 
carrying goods that would be needed overseas, to the port, 
putting them into the warehouse and then taking them 
out when the owner had found a customer. The ware- 
houses were big enough to take care of the amount of 
business of that kind that could. be expected. 


Under present conditions there are not ships enough to 
take care of the tonnage sold before it is started for the 
8€acoas!. The exigencies of war are such that even when 
a shipper, in good faith, starts his goods to the port for 
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a particular ship, he cannot be reasonably site that the 
government will not commandeer the vessel before the 
goods can be loaded therein. 

When Director Chambers ordered the cancellation of 
the through export bill he took the position that the rail- 
road should not be called on to assume any of the risks 
incident to the commandeering of ships. Cancellation of 
the through bill relieved the carrier from any liability to 
care for the goods if it was necessary, by reason of the 
diversion of a ship, to keep them in the warehouse for an 
unusual period. 

Protests by Pacific coast interests and bankers in the 
interior of the country constrained the Director-General to 
direct the men mentioned to make up a through bill limited 
in the way indicated. 

At the same time the committee is to recommend the 
machinery for handling such traffic, the director suggest- 
ing that the permit system, such as has long been in use in 
the east and south, be established, with export committees 
at the principal ports. 

The Pacific coast people fought with vigor against the 
proposal to eliminate the bill, demanding hearings in Wash- 
ington. They refused to take the matter before any com- 
mittees, holding that that would be a waste of time, be. 
cause shippers beyond the confines of the Western Classi- 
fication territory are interested in shipments via the Pa- 
cific ports and they could not be expected to travel to pre- 
sent their views to either a local or regional committee. 

The hearing that had been set on this matter before the 
western traffic committee in Chicago, August 22, is now, of 


course, called off. 


RATES IN OKLAHOMA 


The Trafic World Washington Bureau. 
In the course of time, when printers and tariff clerks 
can accomplish what they have been told to do, the Okla- 
homa commodity rate situation—the one with which the 
Oklahoma corporation commission began dealing July 31— 
will be as agreed on in the conferences between Oklahoma 
shippers and state officials, and the rate committees in St. 
Louis and Chicago. 


Director Chambers approved the agreement which the 
Oklahomans call the proctocol and the grain rates agreed 
on in the conferences went into effect July 10. Other rates 
became effective or will become effective when the clerks 
finish thir work, which will be when they receive printed 
copies of the tariffs and post them at the freight stations. 
Filing with the Commission is mere routine. The rates are 
in effect before the Commission receives any knowledge of 
them. They could be cancelled out before the Commis- 
sion could know they were in effect. 

Vigorous denial was made by several officials of the 
Railroad Administration of the report that word had been 
sent to the Oklahoma commission by the Administration 
that the Interstate Commerce Commission is the body 
to see about rates. The denial, however, is not considered 
worth a great deal because there are so many ways that 
the Administration is being committed or implicated that 
unless the question happens to be put to the official who 
wrote a letter or telegram, denials by others could be made 
in good faith. 

A statement that the Commission was the body to which 
appeal might be taken would be no more than the ex- 
pression of opinion anyhow. The question as to who has 
jurisdiction over pure intra-state rates has not been an- 
swered. The Director-General claims the power to make. 
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rates for state application by filing them with the Commis- 
sion. By analogy, the officials of the administration are 
inclined to hold that the power of review rests with the 
Commission. The latter has never claimed any jurisdic- 
tion over state rates except to prevent discriminations 
against shippers in other states. 

The state commissioners are giving the matter extended 
consideration. If they can persuade the courts that Con- 
gress did not deprive them of the power to regulate rates 
in their own states, then the old fight—the one typified by 
the Shreveport case—is revived, probably with greater 
vigor than ever, on account of the feeling among the state 
commissioners that the railroad men and the Railroad 
Administration have intentionally treated them with no 
consideration. There is greater bitterness on the part of 
the state commissioners than there is on the part of the 
shippers. 


NAMES McADOO RESPONDENT 


The Trafic World Washington Bureau. 
The Cedar Rapids Chamber of Commerce, in a complaint 
against the rates on coal from Illinois mines, naming Mc- 
Adoo as principal respondent, asserts that its rates are 
approximately double the average of rates in Western 
Trunk Line territory and three times as high as rates 
from Illinois and Indiana mines to destinations in Indiana, 
Illinois, Michigan and Wisconsin for similar hauls, and 
that already grossly unfair rates were made worse by rate 
order No. 28. 


REPORT FROM MARKHAM 


The Trafic World Washington Bureau.. 

Director-General McAdoo has received the following re- 
port from C. H. Markham, regional director for the Alle- 
gheny region, summarizing the work of the railroads in 
that region for the two months’ period ended July 31, 1918: 

Transportation conditions during June and July were 
fair and showed continued improvement. Freight traffic, 
considering the volume, moved with reasonable prompt- 
ness. There was no congestion, as the movement of busi- 
ness to the larger industrial centers and for export is 
controlled by permits. The embargo against lumber from 
the south has been removed except as to points on the 
seaboard between Washington and Jersey City, where it 
is moved on permits. 

During June and July the car supply was generally good 
and met the demand. 

In June anthracite coal loading was 63,187 cars, increase 
4,179 cars over last year; bituminous, 101,767, increase 
22,781. July anthracite loading was 69,630 cars, increase 
2,329 cars; bituminous, 223,014 cars, increase 35,100. 

Coal dumped at tidewater increased 223,537 tons in June: 
and 444,916 tons in July, as compared with corresponding 
months last year. 

Blast furnace operation reports for the last week in 
June and July show: 


June July 

Per Per 

cent cent 

By-product ovens in operation............... 95 93 

Blast furnaces in operation............seeee- 94 90 
Open-hearth and Bessemer converters in op- 

POE Pe Pe er etre eee 88 85 


and the operations not affected by any transportation de- 
ficiencies. 

There has been a material improvement in our perish-- 
able service in the past sixty days, and the vegetable 
movement from the trucking sections of Maryland, Dela- 
ware and New Jersey is being handled in a manner sat- 
isfactory to shippers. The southern peaches were han- 
dled in excellent shape. 

The heavy passenger business was well handled, and 
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passenger train schedules were maintained with reasonable 
regularity. 

Troop movements have been heavy throughout June and 
July, but were handled in a most satisfactory manner, 

Shortage of mechanics and laborers is retarding prog. 
ress in repairing bad-order cars, resulting in an accumula. 
tion above normal. Repairs to locomotives are progressing 
satisfactorily. 

Constant study is being given the question of co-ordi- 
nating facilities and service, and the handling of traffic 
via the most favorable routes. 

Since June 1, 204 unifications have been effected, re. 
lieving a large number of employes for other service, 
There have been 36 diversions of freight traffic of con. 
siderable magnitude for the purpose of relieving congested 
routes and districts, using routes which are shorter or 
have more advantageous grades, or increasing capacity of 
certain routes for other traffic. Typical of this is the re. 
routing of B. & O. freight and passenger trains over the 
P. & L. E. tracks between McKeesport and New Castle 
Junction, and the co-ordination of passenger traffic on the 
Pennsylvania, and Philadelphia & Reading, between Phila- 
delphia, Norristown, Reading and Pottsville, effecting a 
‘saving of 322,296 passenger train miles yearly, all of which 
represents a yearly saving of approximately $1,240,000. 

Additions and betterment work is progressing well con- 
sidering the difficulty in obtaining labor and materials. 


SHORT LINE CONTRACT 


The Trafic World Washington Bureau, 

The present short line executive committee which is 
megotiating the contract with the Director-General con- 
sists of B. B. Cain and W. M. Blount, both of whom were 
members of the committee which drew up the proposed 
‘contract. Mr. Cass, the other member of the committee, 
has resigned, as his line hag been taken over by the Rail- 
road Administration and he has been appointed federal 
manager. B. B. Cain and W. M. Blount are acting as the 
present committee by reason of the fact that they have 
handled the matter up to the present time. Both are 
anxious to leave Washington and turn the work over to 
some one else, but consented to remain for the present. 

The territorial vice-presidents of the Short Line Asso- 
‘ciation are as follows: n 

Eastern—H. D. Swayze, Gen. Mer., Kalamazoo, Lake 
‘Shore & Chicago, Lawton, Mich.; Allegheny—E. G. Slaugh- 
ter, Gen. Mgr., Wildwood & Delaware Bay Short Line, 
Wildwood, N. J.; Pocahontas—Sturgis G. Bates, Gen. Mgr., 
Eastern Kentucky, Riverton, N. Y.; Southern—B. S. Barker, 
V. P. & G. M., Gainesville & Northwestern, Gainesville, 
‘(Ga.; Northwestern—C. L. Luce, Pres. & Treas., Electric 
Short Lines Ry., Minneapolis, Minn.; Central Western— 
W. O. Orem, Pres. & G. M., Salt Lake & Utah, Nevada Cop- 
‘per Belt, Salt Lake City, Utah; Southwestern—Ben B. 
Cain, V. P., Texas, Okla. & Eastern, Dallas, Tex. 


LUMBERMEN DISAGREE 


The Trafic World Washington Bureau. 
Disagreeing with the National Lumber Manufacturers’ 
Association, the North Carolina Pine Association, through 
W. J. Strobel, its traffic manager, has advised the Rail- 
road Administration to alhere to its twenty-five-cent ad- 
vance on lumber, with a maximum advance of five cents 
per 100 pounds. It disagrees with the national associa 
tion’s petition for a flat advance of three cents. It is 
‘one of the members of the national association, a com 
mittee from which had a hearing before Luther M. Walter, 
Paul Hastings and George Atkins in the middle of July 
on behalf of that petition. 


At that hearing Arthur B. Hayes, in behalf of the Michi 
gan Hardwood Association, objected to the change from 
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the percentage to the flat increase. There were intima- 
tions then that other members of the national association 
would adhere to the petition for the change, although the 
petition of the national association mentioned them as 
members, and by inference the Railroad Administration 
might believe they approved. 

The North Carolina manufacturers ship largely into the 
territory north of the Virginia gateways as far west as 
the Pittsburgh-Clarksburg line. On such traffic they pay 
the maximum of five cents. To that they do not now 
object. But they do object to an increase of three cents 
fat to destinations in their own local territory to which 
less than the maximum of five cents applies. In his 
memorandum to the Railroad Administration Mr. Strobel 
said: 

Everyone is aware of the serious car shortages and con- 
gestions which have existed, and the resultant appeals for 
a conservation of equipment. It is not conservation of 
equipment, neither is it sound economics, to so construct 
rates at this time, which will influence the movement of 
a car of lumber several hundred miles when lumber, 
which will answer the same purpose, can be had within 
50 miles. 

Due to the very scattered situation of numerous small 
tracts of timber, many ground—or temporary—mills are 
operated in our territory and the rough lumber, in many 
instances, is shipped to a nearby point for further manu- 
facture and then reshipped. Under the change proposed 
by the National Lumber Manufacturers’ Association, such 
shipments will be subject to an advance of three cents 
into, and out of, the reshipping point, making a total ad- 
vance of six cents unless tariffs were published which 
would permit the protection of the through rate from 
initial point of shipment to final destination. 

On pages 17 and 18 of its petition, the National Lumber 
Manufacturers’ Association admits that a rigid application 
of a flat three-cent advance would, in certain instances, on 
short-haul shipments, work an undue hardship on some 
producers. As a remedy for this hardship they suggest 
the following: 

“In such instances, it is to be understood that the lum- 
ber producers subject to such undue hardship, can pre- 
sent, through the district committee of the United States 
Railroad Administration, having jurisdiction, applications 
for acceptance to the general rule of a flat advance of 
three cents per 100 pounds. Each application to be de- 
termined on its merits, and where substantial justice 
warrants such reasonable modification of the general 
tule to be made by the United States Railroad Administra- 
tion as will be reasonable, just and proper under the 
circumstances of each case.” 

The hardship occasioned by a three-cent flat advance 
would not be only in certain instances; it would be uni- 
versal in our territory. It would make every rate under 
twelve cents unreasonably high and to adjust the unrea- 
sonable rates made so by a flat three-cent advance, to 
a reasonable basis, would consume much valuable time 
and the conservation of time and energy is needed now 
just as much as the conservation of anything else. 

To arbitrarily fix the increase at three cents, whether 
the haul be long or short, is nothing more or less than 
a subsidy to the long haul of more than 1,000 miles. In 
these war times, especially, conservation of equipment 
is of vastly more importance than the conservation of 
the alleged rights of producers to ship long distances at 
the expense of nearby producers. 

The North Carolina Pine Association plants itself upon 
the proposition that it is in the interest of the public 
that the consumer should be supplied with what he wants, 
including lumber, with the least expenditure of trans- 
portation energy. To deliberately adopt the policy sug- 
gested by the National Lumber Manufacturers’ Associa- 
tion, of a flat advance instead of a percentage increase 
upon its face, is for the purpose of encouraging long- 
distance lumber movements. When the lumber moves 
long distances to the consumer, the nearby producer does 
hot make the shipment. If the long distant producer 
deems it advisable to market his product in distant mar- 
kets, it should be accomplished through the shrinkage 
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of the price of lumber f. o. b. the mills and not at the 
expense of the transportation interests of the country. 

General Order No. 28 has now been in effect 49 days 
and the percentage increase on lumber appears to be 
working out satisfactorily. We earnestly recommend 
against the change to a flat advance in cents per hundred 
pounds. 


ORDER NO. 37 REVISED 


The Trafic World Washington Bureau. 
A revised general order, No. 37A, has been given out 
as follows: 


General Order No. 37 of July 19, 1918, is hereby revised 
to read as follows (the words underscored indicating the 
additions to the order as originally issued): 

(1) The local treasurers appointed by federal managers, 
or by general managers appointed in lieu of federal man- 
agers, shall hereafter be designated “federal treasurers” 
and are expected to devote themselves exclusively to the 
work of the United States Railroad Administration. They 
ought not to handle any funds for a railroad corporation 
or perform any other services therfor except in special 
cases after obtaining express authority. 

The federal treasurers should be nominated by the fed- 
eral manager (or general manager appointed in lieu of 
federal manager), and the nomination, when it shall have 
been approved by the regional director, should be trans- 
mitted to the Director of the Division of Finance for con- 
sideration and final action. In cases where federal treas- 
urers have already been appointed the appointments should 
be submitted promptly through the regional director with 
his recommendations for confirmation by the Director of 
the Division of Finance. 


(2) Immediately upon the appointment of federal treas- 
urers the designation of the bank account subject to check 
of such federal treasurers shall be “(name of railroad), fed- 
eral account.” 


(3) (a) All cash representing receipts from the opera- 
tion of its railroad since and including January 1, 1918, 
now in the hands of the railroad corporation for whose 
railroad a federal treasurer has been appointed, or held 
for account of the corporation, and 


(b) <Any and all other cash now in the hands of such 
railroad corporation or held for its account for use in con- 
nection with the operation or improvement of its railroad 
shall be at once transferred by the railroad corporation 
to accounts in the same banks in which it is now held, 
designated as prescribed in paragraph (2) hereof, which 
shall be subject to check by the federal treasurer. 

(4) Federal treasurers shall draw on the new accounts 
thus to be opened and subject to their check only for 

(a) The payment of materials and supplies purchased 
since December 31, 1917; and also of materials and sup- 
plies purchased prior to December 31, 1917; 

(b) ‘The payment of operating expenses (including ap- 
proved claims for personal injuries and loss and damage), 
and also equipment and joint facility rents, traffic bal- 
tax and the excess profits tax) accrued since December 31, 
1917; and also all items clearly applicable to the period 
prior to January 1, 1918, commonly called “lap-overs,” which 
are required to be set up on the federal books pursuant 
to Order No. 17. 
~(c) ‘The payment of such addition and betterment costs 
as may be approved by the federal manager (or general 
manager appointed in lieu of the federal manager). 

Federal treasurers shall not draw on such accounts for 
any other purposes except when expressly authorized to 
do so by the Director of the Division of Finance and Pur- 
chases. 

(5) A specimen form of check which has been approved 
for use by all railroads under government control is at- 
tached hereto. In ordering checks for the use of the rail- 
road, the federal treasurer will follow as closely as prac- 
ticable the general arrangement and language of the speci- 
men form. The account with every bank must be stated 
in the name of the railroad with the name “federal ac- 


























Ee Se a Te 





340 THE TRAFFIC WORLD 


count” immediately following on the same line as shown in 
the attached specimen. 

(6) Until further ordered checks signed by the treasurer 
should be countersigned according to the practice now in 
vogue on the different roads where regulations now call 
for such countersignatures. 


STATES ATTACK NEW RATES 
The Trafic World Washington Bureau. 


Washington, Oregon and Idaho, through their public util- 
ity commissions, Aug. 13, reached the files of the Commis- 
sion with the first formal complaint against the increased 
railroad and express rates effective, respectively, June 25 
and July 10 and 25. They declare the rates on fresh fruits 
and vegetables and canned stuff to be unjust, unreasonable, 
discriminatory and burdensome by reason of the changing 


of relationship of competing markets. Director-General 
McAdoo is named as the first respondent and the Santa Fe 
as the first railroad respondent in the complaint against 
freight rates. The American Railway Express Company is 
the only one mentioned in the express case. 

O. O. Calderhead of the Washington commission signed 
the complaints for the three states. The most significant 
part of the complaints is the statement that the increased 
charges are a needless burden, because money is not needed 
to maintain the railroads. Calderhead is a statistical ex- 
pert and probably will make his case along the lines Clif- 
ford Thorne laid down in the fifteen per cent case, thereby 
raising a sharp issue with Director-General McAdoo as to 
whether he is raising money to maintain railroads or to 
provide revenue for the treasury, which latter, of course, 
is beyond his power, Congress being the only taxing author- 
ity for revenue purposes. 

The filing of the complaint, it is believed, is the forerun- 
ner of a number of challenges by the state regulating bodies, 
acting not on their own initiative, but on the urge of ship- 
pers who feel that they are being deprived of markets to 
which they are entitled, notwithstanding the views of food 
administrators and other officials who are making changes 
in the commercial life of communities that would not be 
thought of in normal times. 

While C. O. Calderhead signed the complaint on behalf 
of the three states it is well known that it is not his indi- 
vidual effort. It is the product of the thought of men elect- 
ed in the various states and charged by the statutes of 
their creation with the duty of prescribing just, reason- 
able and non-discriminatory state rates, and procuring 
such rates for interstate application, whether by confer- 
ence with railroad officials or by complaint before the In- 
terstate Commerce Commission. 

In this tri-state complaint the vital allegation, other 
than the general one of unreasonableness and discrimina- 
tion, is that the new rates are adding an unusual and un- 
necessary burden on the producers of the northwest by the 
collection of charges which are noi needed by the railroads 
and railways under federal control and protection by the 
Pacific northwest transcontinental routes. 

It may be answered, in the ordinary way of argument, 
that the surplus that may be earned in the Pacific north- 
west is needed elsewhere, but then the question would 
be raised as to whether Congress intended to authorize 
the taxation of one section for the benefit of another. The 
only argumeut that could be made on that point, it is be- 
lieved, is that the law requires the President to operate the 
railroads as a unit and that it is obvious that if roads in 
the southeast cannot earn enough to keep themselves in 
good condition, then it is the duty of the Director-General 
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to obtain money from the northwest or some other section, 
The complaint is as follows: 


The complainants respectfully show: 
That the complainants are duly qualified and acting offi. 


cers in the states of Washington, Oregon and Idaho, and 
are authorized by law to file complaints for and on behalf 
of shippers and producers, or in the public interest, be- 
fore the Interstate Commerce Commission. 

That the Fruit Growers’ Agency, Incorporated, Yakima, 
Wash.; Wenatchee Valley Traffic Association, Wenatchee, 
Wash.; Yakima Valley Traffic and Credit Association, Ya- 
kima, Wash.; Yakima Commercial Club, Yakima, Wash.; 
Wenachee Commercial Club, Wenatchee, Wash.; Walla 
Walla Commercial Club, Walla ‘Walla, Wash.; Boise Com- 
mercial Club, Boise, Idaho; Spokane Chamber of Con- 
merce, Spokane, Wash., are representatives of shippers 
and industries engaged in the production and trans)orta- 
tion of fruits and vegetables, and the products of the same, 
in the states of Washington, Oregon and Idaho, and of the 
containers used for the shipment of manufactured fruit 
and vegetable products. 


That acting under the authority of an act of Congress 
approved August 29, 1916, entitled “An Act Making Ap- 
propriations for the Support of the Army in the Fiscal Year 
Ending June 30, 1917, and. for Other Purposes,” the Presi- 
dent of the United States by proclamation took under fed- 
eral control, on December 28, 1917, various railroads and 
systems of railroads, including those defendant herein, and 
appointed W. G. McAdoo, defendant herein, to be Director- 
General of Railroads to act for him, in his name and stead, 
in the control, operation and supervision of said railroads. 

That the above named railroad and railway companies, 
defendants herein, were and are common carriers engaged 
in the interstate transportation of passengers and prop- 
erty by railroad between points in the states of Washing- 
ton, Oregon and Idaho, and all of the other states of the 
Union, and as such common carriers are subject to the 
provisions of the act to regulate commerce, approved Feb- 
ruary 4, 1887, and acts amendatory thereof and supplement- 
ary thereto; that said railroad companies named as de 
fendants herein are the principal and controlling lines in 
the United States handling the traffic involved herein. 


That under and by virtue of an Act of Congress, ap- 
proved March 21, 1918, entitled ““An Act to Provide for the 
Operation of the Transportation Systems While Under Fed- 
eral Control, for the Just Compensation of Their Owners, 
and for Other Purposes,” Defendant W. G. McAdoo, as 
Director-General of Railroads, on May 25, 1918, issued and 
promulgated an order known as General Order No. 28, and 
on June 12, 1918, issued and promulgated a supplement to 
said order, by the terms of which there was established, 
effective June 25, 1918, a 25 per cent increase in all cal- 
load class and commodity rates covering the transportation 
of fresh fruits, fresh vegetables, fruit juices, canned fruits, 
canned vegetables and containers used in the shipment of 
the manufactured products thereof, upon all railroads met- 
tioned as defendants herein, and upon all of the railroads 
and systems of railroad under the control of the federal 
government, and that said rates are now in effect upon 
all of the said lines. 

That the rates so prescribed are unjust, unreasonable and 
discriminatory, and disturb the relationships which hereto 
fore existed between competing markets, and are adding 
an unusual and unnecessary burden upon the producers of 
the northwest by collection of charges which are _ not 
needed by the railroads and railways under Federal con 
trol and protection by the Pacific Northwestern Transcon- 
tinental routes. 


That the material and labor used for growing, producing 
and marketing fruits and vegetables and the products there 
of have greatly increased in value during the past two 
years, while the prices charged and received by the grow 
ers for these commodities has remained stationary, and 
the greater per cent of the growers have actually oper 
ated at a loss under the old established rates during the 
last four or five years; that the increased freight rate 
will impose an unjust and unreasonable burden upon these 
producers, tending thereby to diminish the quantity of the 
products of the soil and to destroy the industry, deprive 
the people of the country of a necessary and nutritious 
food and cause an actual shrinkage in revenue to the car 
riers from the transportation of these commodities: that 
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while other productions of the soil have either had prices 
fxed by the government greatly in excess of values in 
normal times or through an extraordinary demand created 
py the war, the fruit and vegetable industry has had its 
consumption curtailed through the elimination of the for- 
eign markets, resulting in proportionately lower returns to 
the producers than for years prior to the war. 

The percentage basis of increasing rates from the states 
of Washington, Oregon and Idaho will wholly disturb and 
destroy the past relationship between such producing ter- 
ritory and other fruit and vegetable producing sections lo- 
eated in the central and eastern states, resulting in unjust 
discrimination against the industries located in the states 
of Washington, Oregon and Idaho, as, for example, the fol- 
lowing rates to the consuming points of Chicago, St. Louis, 
Buffalo, New York and Philadelphia: 

Comparison of rates in effect June 24, 1918, and increase 
under Order 28, effective June 25, 1918, showing disturb- 
ance of relationship caused by the 25 per cent advance— 
in dollars per 100 lbs.: 


From To 
New Phila- Buf- Chi- St. 
York delphia falo cago Louis 
Pacific Northwest 
points ee $1.00 $1.00 $1.00 $1.00 
Rochester, N. Y. .18 18 .09 20 291% 
lockport, N. Y.. .19% 19% 07 21% | 
Increase 
Pacific Northwest 
BUD ccatersa\e .29 25 .25 29 25 
Rochester, N. Y.. .04%4 04% 02% 0614 O74 
Lockport, N. Y.. .03 .038 .018 .054 .068 


It will be noted that the increase alone from Pacific 
Northwest points to these principal markets, except Chi- 
cago and St. Louis, exceeds the original rate plus the in- 
crease from the producing points of Lockport and Roches- 
ter, N. Y. 

That by reason of the great number of tariffs involved 
and the great number of rates contained in said tariffs, it 
is not practicable to give specific reference to the tariffs or 
to said rates, but that it would appear to be sufficient to 
allege that Order 28, heretofore described in paragraph 
four, has made a specific 25 per cent increase in all car- 
load class and commodity rates under which the articles 
described in this complaint moved prior to June 25, 1918. 
A few references to some of the tariffs carrying the in- 
creased rates complained of follow: 

Transcontinental Freight Bureau Eastbound Tariff No. 
2N. R. H. Countiss, I. C. C. 1042, Supplement 7: 

Items 955-B, 1190-B, 1195-B, 1200-B, 1205-B, 1210-A, 1231-B, 
1235-B, 1285-B. 

Pacific Freight Tariff Bureau Tariff No. 1-C. Gomph, I. 
C. C. 340: 

Items 1955, 1960. 

Gomph, I. C. C. 130-A: 

Items 20, 30, 40,50. 

R. H. Countiess, I. C. C. 1042, as amended by Special 
Supplement 4, effective June 25, 1918: 

Items 195, 200, 1240, 1245, 390, 530, 1290, 1407. 

Minneapolis, St. Paul & Sault Ste. Marie Ry., I. C. C. 2350: 

Rates on apples; fruit, carloads; vegetables, carloads, 
and articles taking the same rates named in said tariff 
from Spokane and Republic, Wash., to stations index Nos. 
ll to 224, inclusive, as named in said tariff and increased 
by special supplement No. 4 to same. 

“lgawopce Milwaukee & St. Paul Railway Company, I. C. 

44 B3143: 

From points in Oregon, Idaho and Washington as in- 
dicated by groups to points named in section 1 of said 
lariff as increased by special supplement to same, effective 
June 25, 1918. 

Great Northern Railway Company, I. C. C. A4442: 

All raies as increased by special supplement 1, effective 
June 25, 1918. 

Great Northern Railway Company, I. C. C. A4589, effective 
June 25, 1918: All rates. 

Great Northern Railway Company, I. C. C. A3987: 

All rates on apples, carloads, named in said tariffs and 
fresh fruit, deciduous, N. O. S., also vegetables (except 
straight carloads of vegetables taking class C), also vege- 
lables {except potatoes and onions) from index 34 on page 
» lO and including index 840, page 111, of said tariff and 
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items 13, 14, 15 and 16 and as such rates are amended by 
special supplement increasing the same 25 per cent. 

Northern Pacific-Railway Company, I, C. C. 5790: 

Rates named in tariff from stations in groups shown and 
indicated at the top of each page, to stations indexed 2050 
to 4624, inclusive, pages 33 to 120, inclusive, on “apples, 
carloads,” “fruits, fresh, deciduous, N. O. S., etc.” “vege- 
tables as described in ‘Western Classification, etc.,” “vege- 
tables (except straight carloads, etc.) taking class C rates, 
etc.,’ and items 5, 20, and 50 as such rates are increased 
by special supplement, effective June 25, 1918. 

Oregon Short Line Railroad, I. C. C. 2033: 

All rates in said tariff as increased by special supplement, 
effective June 25, 1918. 

R. H. Countiss, I. C. C. 1049: Item 3115-A. 

That by reason of the facts stated in the foregoing 
paragraphs, the complainants and those whom they rep- 
resent, have been and will be subjected to the payment of 
rates for transportation which were and are still unduly 
discriminatory, unjust, unreasonable and excessive, in vio- 
lations of sections 1 and 3 of the act to regulate commerce, 
and section 10 of the act to provide for the operation of 
transportation systems while under federal control. 

Wherefore, your petitioners pray that the defendants 
may be severally required to answer the charges herein; 
that, after due hearing and investigation, an order. be made 
commanding the defendants and each of them to cease and 
desist from the aforesaid violation of said act to regulate 
commerce, and the said act to provide for the operation of 
transportation systems while under federal control, and 
to establish and put in force and apply in the future to 
the interstate transportation of fruits, fresh vegetables, 
fruit juices and the fruits, canned fruits, canned vege- 
tables and containers for the use of the manufactured prod- 
ucts thereof in carload lots between the points of origin 
and the destined points named in the tariffs on file with 
the Interstate Commerce Commission, in lieu of the pres- 
ent rates, reasonable, just and non-discriminatory rates not 
exceeding those in effect June 24, 1918, and to establish 
and put in force, and thereafter to maintain and apply 
rates on said commodities not higher than those that 
were in effect June 24, 1918, and that such other and further 
order or orders be made as the Commission may consider 
proper in the premises. 

The complaint is not the suit that some day may raise 
the question as to the President’s right to prescribe rates 
within the states. The most it does is to bring forward 
the question as to whether Congress meant, when it told 
the President to operate the railroads as a unit, that the 
corporations owning the routes serving those states should 
be used as collection boxes for the gathering of money to 
maintain service on the rails of less prosperous corpora- 
tions—say, for instance, the Tennessee Central or the At- 
lanta, Birmingham & Atlantic—or whether it meant merely 
for him to disregard the prohibition about short-hauling, 
and haul the freight over the most direct open routes. 
In a way it raises an issue between the most prosperous 
and the less prosperous communities. In the Cincinnati 
Shippers’ and Receivers’ case, the Commission laid it 
down as a rule that rates may not be made without re- 
gard to the circuitous routes and unprofitable branches of 
a system. Therefore the class scale between Cincinnati 
and Chattanooga had to be left higher than if only the cost 
over the rails of the old Cincinnati Southern had been in- . 
volved. But, it may be argued, there is no analogy be- 
tween the situation on the northern transcontinental routes 
and the Cincinnati situation. There is no proposal that 
the rates via one of them must be lower than before June 
24 on the ground that they were so high that the most 
favorably located line made more than a reasonable profit. 
The allegation is that the lines in question, even under 
the old rates, made enough to enable them to meet in- 
creased costs without such an increase in rates as the 
Director-General put on the fruit and vegetable growers 
and canners in the Pacific northwest. 
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CONTRACT WITH RAILROADS 


The Trafic World Washington Bureau. 

Compensation contracts between the government and 
the fairly prosperous railroads may be signed shortly. 
Then again they may not. Director-General McAdoo ex- 
pects to decide soon whether he can offer contracts more 
liberal in their provisions than those contained in the 
draft of agreement promulgated August 7. If he says he 
cannot, the chances are that the railroad presidents will 
advise their stockholders to accept. That is to say, such 
advice will be given by the presidents who think it will 


be politic to come to an agreement with the government, . 


even if the agreement does not give the companies as much 
as they think they should receive. 

Whether the contracts will be signed will depend, it is 
believed, on the amount of influence S. Davies ‘Warfield 
and Samuel Untermeyer can exercise, if they decide that 
the interests of the bondholders require them to go into 
the courts asking for injunctions forbidding the compan- 
ies to sign the agreements. It is assumed that some judge 
can be found who: would issue an injunciion forbidding 
the officers and directors of companies to sign the con- 
tract, suspending, for a time, at least, the execution of 
the tax agreement to which Alfred P. Thom and his asso- 
ciates have agreed, tentatively. 

It is to be remembered that the holder of a mortgage has 
an equitable interest in the property on which he has a 
claim, enabling him to procure a writ from a chancellor 
commanding the mortgagor to do or refrain from doing a 
specific act, on the ground that such act, if committed, or 
not done, will tend to impair the security pledged for the 
payment of the mortgage. It is a proceeding of that kind 
that Warfield and Untermeyer, on behalf of men who own 
about $4,000,000,000 worth of railroad bonds, have indicated 
they may be constrained to undertake if the officers and 
other stockholders of the trunk lines execute the agree- 
ment that has been formulated in the negotiations between 
John ‘Barton Payne, and those assisting him in behalf of 
the Director-General, and Alfred P. Thom and those as- 
sisting him on behalf of the railroad presidents’ advisory 
committee. 

The bondholders object to the railroad companies under- 
taking to pay for additions and extensions made for war 
purposes, as they claim the agreement obligates them to 
do, Their representatives claim that the companies should 
pay for nothing in excess of what would be normal as 
shown by the reports of the companies with regards to 
extensions and improvements during the three years end- 
ing with June 30, 1917. Untermeyer, in the meeting on 
August 14, contended that everything over and above the 
amounts shown in the reports for the pre-war period shall 
be paid for by the government and accounted for between 
the parties at the end of federal control. He fought with 
fevor against the provisions that would compel the com- 
panies to accept as conclusive as to cost of these exten- 
sions and improvements the prohibitive prices now pre- 
vailing. He said the provisions to which he referred 
would forbid the companies showing their loss and damage. 
He further contended that if the companies are compelled 
to pay for extensions and improvements at present prices, 
their property would be practically forced into the hands 
of the government and the owners of the bonds would be 
practically forced to accept government ownership as 
their only alternative against ruin. 


The point made was that while the government is oper- 
ating the roads it will desire to make many extensions. 
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Inasmuch as war never counts the cost the extensions and 
improvements will be made,-no matter how much they 
cost. Rails will be laid even if they cost $100 a ton in. 
stead of the $30 that was the prevailing price for most 
of the period that is to be used as the standard for com. 
pensation. If the railroad companies are compelled to 
pay for extensions and improvements at the war prices, 
while required to take their compensation at pre-war fig. 
ures, they will owe such a debt to the government that 
their property will belong to the government instead of 
to them. 


Another point made by him was that the government , 


shall not charge “excess maintenance” until after it has 
paid all fixed charges—that is, if it thinks a given railroad 
was not maintained up to the standard it should have 
been during the three years preceding the war, it shall not 
charge the cost of bringing it up to standard until after 
it has paid the interest on the outstanding mortgage. In 
other words, the men who loaned money to the railroads 
long before the war was thought of shall not have their 
loans wiped out by the government taking money out of 
the company’s till until after the interest and other fixed 
charges have been paid. They want the government to 
be in the position of a second mortgage holder, with its 
interests subordinate to those of the first holders, which 
is the rule in transactions between private parties. 

The third objection made by the lawyer was laid against 
the requirement that as a condition to the agreement, the 
company signing the contract shall agree not to bring 
claims for loss and damage against the government and 
shall agree to that in advance of knowing what the govern 
ment intends doing with the property. 

The object of the bondholders is to have the bonds is 
sued during peace times made as secure against the fool 
ishness or rascality of government officials as a mortgage 
bond issued in transactions between private parties. 

As summarized by the attorney, the main objections of 
the committees of the association to the contract are a 
follows: 


1. To the charging of additions and extensions for war 
purposes against the companies. He contended that every 
thing over the usual additions as measured by those of 
the test period should be borne by the government and ac 
counted for between the parties at the end of federal con- 
trol. Pronounced opposition was made to the provisions 
that compelled the companies to accept as conclusive the 
cost of these improvements at the prevailing prohibitive 
prices and he stated that this would prevent the roads 
from proving their loss or damage, that it violated the 
spirit of Section 6 of the Federal Control Act besides seri- 
ously impairing the credit of the companies by piling up 
charges against them which they would be unable to meél 
and thus virtually forcing them into government owner 
ship as their only alternative against ruination. 

2. That all charges for excess maintenance, if any ale 
retained in the contract, should come after and not before 
fixed charges. 

3. The so-called “acceptance” clause of the contratl, 
which as now drawn requires the companies to now I 
lease their claims for damages for any abandonment of 
a portion of their systems or for the disruption and diver 
sion of their business should be either stricken out or 
least so modified that should such a thing occur as the 
government taking over the roads permanently, they will 
not be thereby precluded from being compensated for the 
abandonment of any portion of their lines and loss or dive 
sion of their business which this provision would prevell 
them from receiving. 

4. That the decisions of the Interstate Commerce Cot 
mission are made final and conclusive, whereas they shoul 
be subject to the review of the courts. 


5. That all provisions which tend to impair the certaill! 
that a railroad company shall receive its fixed standa 
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return or compensation as contemplated by the act of: 
Congress be removed from the contract. 

§. That the companies be allowed interest on the cash 
working capital that they are advancing to the government. 
—at least the rate of interest they were receiving from 
their banks and which the government will now get on 
their moneys. 

7. That on all moneys borrowed by the companies for 
the making of additions and extensions the company should 
receive at least as high a rate as they are required to 
pay for the moneys used in making such additions and ex- 


tensions. 
Mr. Thom suggested among other things: 
1. That there should be no charges for deferred main- 


tenance. 
29. That the companies be not required to furnish the: 


government any working capital. 

Mr. McAdoo August 14 began conferences with Messrs. 
Thom, Untermeyer and Bledsoe with a view to coming 
to a definite agreement about the principal or standard 
clauses in contracts to be offered to such roads as had 
operating revenue during three years to warrant accepting 
the average thereof as compensation during federal con- 
trol. Untermeyer objected to conferring with McAdoo in 
presence of Thom and Bledsoe, who speak for railroads 
as corporations. He represents security holders who pro- 
fess to believe that the proposed contract will make it 
impossible for the railroads to pay interest on their 
bonds. 

The railroad lawyers had tentatively accepted the con- 
tract clauses, but Untermeyer, representing the bondhold- 
ers, wanted definite terms assuring bondholders that the 
President will not use up all income in ordering exten- 
sions and improvements, at the expense of the com- 
panies. He made a distinction between stockholders 
who are partners in the business, and bondholders who 
took a pledge on the property, without assuming risks of 
operations, to assure a return on their money. 

When the security owners submit their brief August 19 
Director-General McAdoo and his assistants will hold final 
consultations to determine whether they can afford to 
make any changes in the draft of the contract submitted 
August 7. 

Samuel Untermeyer, talking to Messrs. McAdoo, Payne, 
Hines, Lovett and Prouty, submitted his objections. 

Draft of the Contract. 

Following is the tentative draft of the standard clauses: 
for the contracts between the government and the rail- 
toads, for use in the ordinary case. The tentative draft 
is subject to the government’s reserved right to insist on 
different provisions in cases imperatively requiring a dif- 
ferent treatment: 

Preamble and Recitals 

This agreement, made this > 
1918, between William G. McAdoo, Director-general of Rail- 
toads, hereinafter called the Director-General, acting on be- 
half of the United States and the President, under the pow- 
ers conferred on him by the proclamations of the Presi- 
dent hereinafter referred to, and the 


Company, a corporation duly organized under the laws of 
the state(s) of hereinafter called 
the company: 

Witnesseth that— 

(a) Whereas, By a proclamation dated December 26, 
1917 the President, acting under the powers conferred on 
him by the Constitution and laws of the United States, by 
the joint resolutions of the Senate and House of Represen- 
latives bearing date April 6 and December 7, 1917, respect- 
ely, and particularly under the powers conferred by sec- 
Hoy 1 of the act of Congress approved August 29, 1916, 
fntitled “An act making appropriations for the support 
of the army for the fiscal year ending June 30, 1917, and 
for other purposes,” took possession and assumed control at 
12 o'clock noon on December 28, 1917, of certain railroads 
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and systems of transportation, including the railroad and 
transportation system of the company and the appur- 
‘tenances thereof, and directed that the possession, control, 
operation and utilization of the transportation systems thus 
taken should be exercised by and through William G. Mc- 
Adoo, appointed Director-General of Railroads; and 

(b) Whereas, The Congress of the United States, by 
an act approved March 21, 1918, hereinafter called the Fed- 
eral control act, has authorized the President to enter into 
agreements with the companies owning the railroads and 
systems thus taken over for the maintenance and upkeep of 
the same during the period of Federal control, for the de- 
termination of the rights and obligations of the parties to 
the agreement arising from or out of Federal control, in- 
cluding the compensation to be received or guaranteed, 
and for other purposes, as in said act more fully set out, 
and authorized the President to exercise any of the powers 
by said act or theretofore granted him with relation to 
Federal control through such agencies as he might deter- 
mine; and 

(c) Whereas, By a proclamation dated March 29, 1918, the 
President, acting under the Federal control act and all 
other powers him thereto enabling, authorized the Director- 
General, either personally or through such divisions, agen- 
cies, or persons as he may appoint, and in his own name 
or in the name of such divisions, agencies or persons, or 
in the name of the President, to agree with the carriers, or 
any of them, or with any other person in interest, upon the 
amount of compensation to be paid pursuant to law, and 
to sign, seal and deliver in his own name or in the name 
of the President or in the name of the United States such 
agreements as may be necessary and expedient with the 
several carriers or other persons in interest respecting 
compensation, or any other matter concerning which it may 
be necessary or expedient to deal, and to make any and 
all contracts, agreements or obligations necessary or ex- 
pedient and to issue any and all orders which may in any 
way be found necessary and expedient in connection with 
the Federal control of systems of transportation, railroads 
and inland waterways as fully in all respects as the Presi- 
dent is authorized to do, and generally to do and perform 
all and singular the acts and things and to exercise all and 
singular the powers and duties which in and by the said 
act, or any other act in relation to the subject hereof, the 
President is authorized to do and perform; and 

(d) Whereas, The Interstate Commerce Commission has 
certified to the President that the amount of the average 
annual railway operating income of the Company, computed 
in the manner provided in section 1 of the Federal control 
act is, 
dollars, subject to such changes and corrections as the 
Commission may hereafter determine and certify to be 
requisite in order that the accounts and reports of the Com- 
pany used by the Commission as the basis of computing. 
said average annual railway operating income may be 
brought into conformity with the accounting rules or regu- 
lations of the Commission in force at the time of such ac- 
counting, or in order to correct computations based on such 
accounts or reports. 

Now, therefore, the parties hereto, each in consideration 
of the agreements of the other herein contained, do hereby 
covenant and agree to and with each other as follows: 


Section 1.—Privity, Alterations, Definitions, Etc. 

Section 1. (a) This agreement shall be binding upon 
the United States, the Director-General and his successors, 
and upon the Company, its successors, and assigns. 

This agreement shall not be construed as creating any 
right, claim, privilege, or benefit against either party hereto 
in favor of any state or any subdivision thereof, or of any 
individual or corporation other than the parties hereto. 

(b) The provisions of this agreement may be altered, 
amended, or added to by and only by mutual consent sig- 
nified by instruments in writing signed by the Director-Gen- 
eral and by some officer of the Company thereto duly auth- 
orized by the Board of Directors of the Company. 

(c) Wherever in this agreement the word “Commission” 
is used it shall be understood as referring to the Inter- 
state Commerce Commission, acting by divisions or other- 
wise as authorized by law.* 

*The following may be added as a part of paragraph 
(c) by any Company desiring to do so: 

; and, in addition to the powers in this agreement spe- 
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cifically given to the Commission, it is hereby further 
provided that if in respect to any question of fact arising 
under any provision of any section of this agreement, ex- 
cept sections 1 and 3, the parties after the matter has been 
duly presented to the Director-General are unable to agree, 
the matter shall then be referred, upon application either 
of the Director-General or the Company, to the Commis- 
sion, whose decision, after notice and hearing, shall be 
final, leaving either party free to take any question of law 
arising out of the facts thus found to the courts if it so 
desires. 

(d) Wherever in this agreement the words “Federal 
control” are used to indicate a period of time, they shall 
be understood as meaning the period from 12 o’clock mid- 
night of December 31, 1917, to and including the day and 
hour on which said control shall cease. 

(e) Wherever in this agreement the words “test period” 
are used, they shall be understood as meaning the period 
between July 1, 1914, and June 30, both inclusive. 

(f) Wherever in this agreement the words “standard 
return” are used, they shall be understood as meaning the 
average annual railway operating income of the Company, 
computed in the manner provided in section 1 of the Fed- 
eral control act, and ascertained and certified by the Com- 
mission. 

(g) Wherever in this agreement the words “Director- 
General” are used, they shall be understood as designating 
William G. McAdoo, or such other person as the President 
may from time to time appoint to exercise the powers con- 
ferred on him by law with relation to Federal control, or 
such agents or agencies as the Director-General may from 
time to time appoint for the purpose; and wherever by this 
agreement any notice is to be given by the Director-Gen- 
eral, the same may be given in his name by any subor- 
dinate thereto duly authorized. 

(h) The descriptive words at the heads of the several 
sections of this agreement and the table of contents are 
inserted for convenience merely, and are not to be used 
in the construction of the agreement. 


Section 2.—Property Taken Over 


Sec. 2. (a) The Company’s railroad and system of 
transportation of which the President has taken over pos- 
session, use, control, and operation shall be considered as 


COPE HEE E HEE HEHEHE HEHEHE RHEE ESE HEE HEHEHE EERE EHH HEHEHE EEE HORE MEE EES 


POSSESSES H HH SHEH HEHEHE HHTESHSHSEEHH HEHE EES EE EE EES OSES OSES LELESECCE® 


together with all branches, tracks, trackage, bridge, and 
terminal rights, and lines of railroad owned or leased by 
the Company as a part of its system of transportation, and 
all other property, with the appurtenances thereof, whether 
included in the foregoing list or not, the revenues of which 
were used, or which, if the property had been then revenue 
bearing, would have been used, in computing the Com- 
nares GN UTR cs a 50.5%. «01s ais ov eure ee oo arise & o'ecerbieang 


SHOSSEHSHHSHHOHHSHOHSSEHOOHSOHSOHHEOSOSEHSHOEO HEHEHE SOSEESO OEE OSE SOO SOROS 


{Here insert such reservations and provisions respecting indus- 
trial leases and other matters as may be agreed on.] 


SCOPES HEHEHE SHER EHH SEH HHHEEHHEHHE HEH EEE EHS ESE EEE HERES ESO EEO SES ESOS 


(b) All materials and supplies on hand at midnight De- 
NE Us I a che cai ha a dail ok ia ANE Dean are AE ACO ew Ree 


SOHEHSHSSHOHCHSESOOHOHH HEHEHE SHHHHOHHOEH EHH ECE SEH OHHH HHS O HOE HE EEO OE SEES 


[This item to be supported by an inventory, which, however, is 
not to be incorporated in the contract except by reference.] 


(c) All balances in the account or accounts represent- 
ing the total of “Net balance receivable from agents and 
conductors” as of midnight December 31, 1917; 

Oe, aphcleel eh a alee eo Seater arash ater boate eh essen %o aie is iciaaliccen doliars* 

{*Roughly speaking, the amount of this item should he 
about one month's operating expense, modified by such 


consideration as should properly be given to materials and 
supplies and other operating assets taken over.] 


in cash in addition to the foregoing items, which last- 
mentioned amount is taken over as.a cash working capital, 
the use of which the Director-General is to have during 
Federal control without interest; and 


(e) 


eoereeereereree eee eesne eee eee eeeeeseeeeeeesreseeeeseeeeseeoeesed 


CoP CeCe ee ee HOS OSH OOOOH HS EH EED OES EOE EHH EERO LEED 
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{Here insert list of such other operating assets and o: any 


deposits or funds as may be agreed on in each case.] 


COS SCHSSSHSSSHHSSHSHEHEHSOEHESE SSE HSSEHOOHLESOCSCOO HEHE SOS OCC es cogE 
cee eereecee eee eee Heese eseSeeseee®eBeeceeseseeseeeeeeeEeEeeesseonsg 


score eees er eeeeeresresereeeesreseeeeeeeee Ee Sees eeS SF teesseegy 


Section 3.—Acceptance 

Sec. 3. (a) The Company accepts all the terms and 
conditions of the Federal control act and any regulation 
or order made by or through the President under author. 
ity of said act or of that portion of the act approved Av. 
gust 29, 1916, referred to in paragraph (a) of the preamble 
to this agreement which authorizes the President in time 
of war to take possession, assume control, and utilize sys 
tems of transportation; and the Company further and ex. 
pressly accepts the convenants and obligations of the Dj. 
rector-General in this agreement set out and the rights 
arising thereunder in full adjustment, settlement, satis. 
faction, and discharge of any and all claims and rights, at 
law or in equity, which it now has or hereafter can have, 
otherwise than under this agreement, against the United 
States, the President, the Director-General, or any agent 
or agency thereof, for compensation under the Constitu 
tion and laws of the United States for the taking posses. 
sion of its property, and for the use, control, and opera- 
tion thereof during Federal control, and for any and all 
loss and damage to its business or traffic by reason of the 
diversion thereof or otherwise which has been or may be 
caused by said taking or by said possession, use, control, 
and operatien. 

No claim is made by the Company for compensation for 
the period between noon of December 28 and midnight of 
December 31, 1917; and the revenues of said period shall 
belong to the Company, and the expenses thereof shall be 
paid by the Company, allocated in both cases as provided 
in paragraph (b) of section 4 hereof. 

(b) The Company, on its own initiative or upon the 
request of the Director-General, shall take all appropriate 
and necessary corporate action to carry out the obligations 
assumed by it in this agreement or lawfully imposed upon 
it by or pursuant to the proclamation of December 26, 
1917, or by the Federal control act. 

(c) The Federal control act being in section 16 thereof 
expressly declared to be emergency legislation enacted to 
meet conditions growing out of war, nothing in this agree 
ment shall be construed as expressing or prejudicing the 
future policy of the Federal Government concerning the 
ownership, control, or regulation of the Company, or the 
method or basis of the capitalization thereof, and the re 
citals or provisions of this agreement shall not be used, 
as evidence or otherwise, by either party hereto in any 
pending or future proceeding which involves the acquisi- 
tion or valuation of the Company’s property or any part 
thereof; but nothing in this paragraph shall be taken or 
construed as affecting the settlement and discharge col- 
tained in paragraph (a) of this section nor as limiting or 
qualifying any of the provisions of said paragraph for the 
purposes thereof. 

Section 4.—Operation and Accounting During Federal 

Control. 

Sec. 4. (a) All amounts received by the Director-Gen- 
eral under paragraphs (c), (d), and (e) of section 2 
hereof and all other amounts collected or realized upon by 
him from current operating assets belonging to the Com- 
pany or arising from railway operation prior to midnight 
of December 31, 1917, shall be credited by him to the Com 
pany. 

Unless objected to by the Company the Director-General 
may in any case, and in cases where the current assets, 
including materials and supplies taken over by him under 
the provisions of this agreement, are in his judgment 
clearly in excess of the current liabilities of the Company 
paid or assumed by him, shall pay and charge to the Col 
pany all expenses arising out of railway operation prior 
to January 1, 1918, including reparation and other claims 

Balances of the above accounts, except the cash taken 
over as working capital, shall be struck quarterly on the 
last days of March, June, September, and December of 
each year, and the balance found on such adjustments t0 
be due either party shall be then payable, and if not paid, 
shall bear interest at the rate of 5 per cent per annul 
unless the parties shall agree upon a different rate; but 
in cases where the current assets taken over clearly & 
ceed the current liabilities of the Company as hereinbefore 
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provided the payment of the amount due by the Company 
may at its option be postponed until the end of Federal 
mtrol, bearing interest in the meantime. 

(b) Railway operating expenses, reparation and other 
daims, hire of equipment and joint facility rents shall be 
located with reference to the time when incurred as 
petween the period prior and subsequent to midnight of 
December 31, 1917, and as between the period of Federal 
control and the period subsequent thereto. Railway operat- 
ing revenues shall be allocated, as between the period prior 
and subsequent to midnight of December 31, 1917, in ac- 
erdance with the established accrual practices of the 
Company; and a like method of allocating railway operat- 
ing revenues Shall be made at the end of Federal control. 

(c) All expenditures made by the Director-General dur- 
ing Federal control for additions, betterments or exten- 
sions begun prior to January 1, 1918, shall be charged to 
the Company, and if the completion of any such addition, 
betterment, or extension is approved or ordered by the 
Director-General, the Company shall be entitled under the 
provisions of paragraph (d) of section 7 hereof to interest 
o the cost thereof from the completion of the work; but 
no interest (except to the extent that the same may be 
allowed and included in the compensation provided for in 
paragraph (a) of section 7 hereof) shall be due the Com- 
pany upon any such expenditures for work done prior to 
January 1, 1918. Payments for all equipment ordered or 
udder construction by the Company prior to January l, 
1918, but delivered on or after that date, shall also be con- 
sidered as expenditures made by order or approval of the 
Director-General under paragraph (d) of section 7 hereof. 
Interest during construction payable under this paragraph, 
and also interest during construction on the cost of any 
additions, betterments, and extensions made by the Com- 
pany or at its expense to the company’s property during 
Federal control, shall be included in the cost of the work. 

(d) Cash receipts or disbursements and other items 
arising out of transactions which do not enter into or form 
apart of those used in determining the Company’s stand- 
ard return shall not be received or paid by the Director- 
General unless such transactions are negotiated or con- 
ducted by his order for account of the Company and with 
iis consent. When moneys are so received or paid by the 
Director-General in connection with such corporate tran- 
sactions they shall be credited or charged to the Company. 
There shall be an accounting of the amounts due by one 
party or the other under this paragraph at the end of each 
quarter year of Federal control, and the amount found due 
tither party shall be then payable and if not paid shall 
bear interest as provided in paragraph (a) of this section. 

(e) Any funds taken over as provided in paragraph (e) 
of section 2 hereof shall be maintained by payments and 
charges to appropriate operating expense accounts and 
used by the Director-General during Federal control sub- 
stantially in the same manner as prior to January 1, 1918. 
Allsums paid by the Director-General to maintain pension 
funds or pension obligations or practices, and all contribu- 
tions to Young Men’s Christian Associations of employes, 
«mployes’ savings funds, relief funds or associations, read- 
lg rooms, or death benefits for employes, shall be treated 
bs -~ of railway operating expenses during Federal 

ntrol. 

(f) All salaries and expenditures incurred by the Com- 
pany during Federal control for purposes which relate to 
the existence and maintenance of the corporation, or to 
the properiies of the Company not taken over by the Presi- 
dent, or to negotiations, contracts, valuations, or any busi- 
hess controversy with the Government or any branch 
thereof, and which are not specially authorized by the Di- 
tector-General, shall be borne by the Company; except that 
the expenses of valuation now being made by the Com- 
tea to the extent that they are in the opinion of the 

'rector-General necessary to comply with the valuation 
orders and other requirements of the Commission, and to 
the Cooperation of the Company in the making of such 
Mpluation, shall be paid by the Director-General as a part 
eae” ; operating expenses. If the Company is dis- 

ed with the ruling of the Director-General it may 
appeal to the Commission, whose decision shall be final. 
wat The Director-General shall furnish for additions, 
md ermenis and extensions to the Company’s property ap- 
Sta or ordered by him any of the materials and sup- 
€s taken over under paragraph (b) of section 2 hereof, 
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cr purchased by him and held for use in connection with 
the Company’s property, in so far as, in his judgment, he 
can do so with due regard to his own requirements. Ma- 
terials and supplies so furnished shall be charged to the 
Company at cost. 

(h) The Director-General shall at his option be sub- 
stituted for the period of Federal control in the place of 
the Company in respect of the benefits and obligations of 
contracts relating to operation in force January 1, 1918 
(including contracts made by subsidiaries for the use and 
benefit of the Company and the right to abrogate or change 
and make new contracts with express companies for the 
period of Federal control), except as to contracts between 
the Company and subsidiary companies which shall be 
considered and treated as arrangements or practices; and 
the Director-General shall in like manner at his option be 
substituted for such period in respect of the benefits and 
obligations of arrangements and practices in force during 
the test period in regard to fuel, materials, and supplies 
for the operation of the property described in paragraph 
(a) of section 2 hereof and of any additions and exten- 
sions thereto, obtained from any mine, oil field, or other 
source of supply owned or controlled by the Company, it 
being understood that under such arrangements or prac- 
tices, if availed of by the Director-General, he shall, to the 
extent necessary to offset any increase in the standard re- 
turn growing out of the furnishing by the Company or of 
its subsidiaries, during the test period, of fuel, materials, 
and supplies under an arrangement or practice at less 
than the then cost or the then market value thereof for 
railroad purposes, be charged for such fuel, materials, and 
supplies a price expressed in dollars or cents per unit 
below or above the then cost or the then market value 
thereof for railroad purposes (as the practice of the Com- 
pany may have been) in the same amount that the prices 
charged the Company during the test period were below 
or above the then cost or the then market value thereof 
for railroad purposes:* Provided, however, That a source 

*In view of the differing situations of the various carriers, a 
uniform standard clause covering the subject matter of para- 


graph (h) will not be insisted upon, the same being left open 
for such separate treatment as may be agreed on in each 


case. 

of supply which the Company had acquired to safeguard 
its own operations shall not be depleted or reduced for use 
on other transportation systems, except in cases of emer- 
gency to be determined by the Director-General, in which 
event the quantity so used on other transportation sys- 
tems shall be accounted for to the Company at the fair 
value thereof: And provided further, That materials and 
supplies secured under contracts which the Company had 
made for its own operations shall, so far as practicable, 
be used on the Company’s property, and that, if used on 
any other transportation system, materials and supplies 
of like character shall be furnished by the Director-Gen- 
eral for use in making such additions, betterments, and 
extensions as shall be chargeable to the Company, and 
shall be charged at cost under such contracts. 


(i) The Director-General shall, except as provided in 
paragraph (b) of section 5 hereof, pay, or save the Com- 
pany harmless from, all expenses incident to or growing 
out of the possession, operation, and use of the property 
taken over during Federal control, and all rents called 
in the monthly reports to the Commission equipment rents 
or joint-facility rents, and all judgments or decrees that 
may be recovered or issued against, and all fines and 
penalties that may be imposed upon, the Company by rea- 
son of any cause of action arising out of Federal control, 
or of anything done or omitted in the possession, opera- 
tion, use, or control of the Company’s property during 
Federal control. 


(j) The Director-General shall save the Company harm- 
less from any and all liability, loss, or expense resulting 
from or incident to anything done or omitted during 
Federal control in connection with, or incident to, opera- 
tion or existing contracts relating to operation; and shall 
do and perform, so far as is requisite under Federal con- 
trol for the protection of the Company, all and singular 
the things, of which he may have notice, necessary and 
appropriate to prevent, by reason of anything done or 
omitted under Federal control, the forfeiture or loss by 
the Company of any of its property rights, ordinance 
rights, or franchises, or of its trackage, lease, terminal, 
or other contracts involving a facility of operation; but 
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nothing herein contained shall be construed to require 
the Director-General to make any capital expenditure 
necessary to preserve a franchise or ordinance right not 
heretofore availed of by the Company. The Director- 
General shall also save the Company harmless from any 
and all claims for breach of covenant heretofore entered 
into by the Company in any mortgage or other instru- 
ment in respect to insurance against losses by fire. 

Nothing in this or in the preceding paragraph shall 
be construed to be an assumption by the Director-General 
of, or to make him liable on, any obligation of the Com- 
pany to pay a debt secured by a mortgage or any rent 
under a lease, except rents which during the test period 
were called in the monthly reports to the Commission 
equipment rents and joint facility rents and rents which 
under the accounting rules of the Commission in force 
during the test period were classified as operating ex- 
penses. 

(k) In carrying out the provisions of the paragraphs 
(a), (b), (ce), and (d) of this section and the provisions 
of section 6 hereof the Director-General shall not settle 
any claim by or against the Company against the objec- 
tion in writing of the president or of any other duly 
authorized officer of the Company. The conduct of all 
litigation before any court or commission arising out of 
such disputed claims shall be in charge of the Director- 
General’s legal force and the expense thereof shall be 
paid by the Director-General; but the Company may, at 
its own expense, employ special counsel in connection 
with any such litigation. 

(1) Nothing in this agreement shall be construed as 
inconsistent with the provision in section 10 of the Fed- 
eral control act that no process, mesne or final, shall be 
levied against any property under Federal control, nor as 
a waiver by the United States of any claim that might 
otherwise be made by it that the rights of any state or 
subdivision thereof or of any individual or corporation 
have been abrogated or suspended by the taking over of 
the Company’s property or by Federal control. 

(m) The Company shall have the right at all reason- 
able times to inspect the books and accounts kept by 
the Director-General relating to the property of the Com- 
pany, or to the operation thereof, and the Director-General 
shall during Federal control furnish the Company with 
a copy of the operating reports relating to its property, 
and as soon as practicable after the end of each fiscal 
year shall furnish to the Company a complete list of its 
equipment as of the end of such fiscal year. 


Section 5.—Upkeep. 


Sec. 5. (a) During the period of Federal control the 
Director-General shall, annually, as nearly as practicable, 
expend and charge to railway operating expenses, either 
in payments for labor and materials or by payments into 
funds, such sums for the maintenance, repair, renewal, 
retirement and depreciation of the property described in 
paragraph (a) of section 2 hereof as may be requisite 
in order that such property may be returned to the Com- 
pany at the’ end of Federal control in substantially as 
good repair and in substantially as complete equipment 
as it was gn Jan. 1, 1918: Provided, however, that the 
annual expenditure and charges for such purposes during 
the period of Federal control on such property and the 
fair distribution thereof over the same, or the payment 
into funds of an amount equal in the aggregate (subject 
to the adjustments provided in paragraph (c) and to the 
provisions of paragraph (e) of this section) to the average 
annual expenditure and charges for such purposes in- 
cluded under the accounting rules of the Commission in 
railway operating expenses during the test period shall 
be taken as a full compliance with the foregoing covenant. 

(b) The Director-General may expend such sums, if any, 
in addition to those expended and charged under para- 
graph (a) of this section (subject to the adjustments 
provided in paragraph (c) of this section) as may be 
requisite for the safe operation of the property described 
in paragraph (a) of section 2 hereof, assuming a use 
similar to the use during the test period and not sub- 
stantially enhancing the cost of maintenance over the 
normal standard of .maintenance of railroads of like 
character and business during said period; and the 
amount, if any, of such excess expenditures during Fed- 
eral control shall be made good by the Company as pro- 
vided in paragraph (b) of section 7 hereof, 


pee aS oe tea 
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(c) In comparing the amounts expended and charged 
under the provisions of paragraphs (a) and (b) of this 
section with the amounts expended and charged during 
the test period, due allowance shall be made for any 
difference that may exist between the cost of labor and 
materials and between the amount of property taken 
over and the average for the test period, and, as to para. 
graph (a), for any difference in use between that of 
the test period and during Federal control which in the 
opinion of the Commission is substantial enough to be 
considered, so that the result shall be as nearly as prac. 
ticable, the same relative amount, character, and dura- 
bility of physical reparation. 

(d) At the request of either party there shall be an 
accounting of the amounts due by one party or the other 
under paragraphs (a) and (b) of this section at the end 
of each year of Federal control and at the end of Iederal 
control. sai 

(e) If during Federal control any of the property de. 
scribed in paragraph (a) of section 2 hereof or any re. 
placement thereof or addition or extension thereto is 
destroyed or damaged otherwise than by fire or public 
enemies, and is not restored or replaced by the Director. 
General, he shall reimburse the Company the value of 
the property destroyed or the amount of the damage at 
the time of the loss; and the cost of restoration or 
replacement, or said value or damage, as the case may 
be, shall be charged to annual railway operating ex- 
penses: Provided, however, that if the Commission, on 
application of either party and after giving due consid- 
eration to the practice of the Company during the test 
period in respect to such matters and to any other perti- 
nent facts and circumstances, determines that it is just 
and reasonable that the said cost or value shall be ap- 
portioned or extended over a period of more than one 
year, this shall be done, and so much of said cost or 
value as may be apportioned by the Commission over 
the period subsequent to Federal control, shall be 
charged to the Company in the final accounting at the 
end of Federal control and shall be paid by it. 

If, during Federal control, any of the property described 

in paragraph (a) of section 2 hereof or any replacement 
thereof or addition or extension thereto is destroyed or 
damaged by fire, and is not restored or replaced by the 
Director-General, he shall reimburse the Company the 
value of the property destroyed or the amount of the 
damage at the time of the fire, and the cost of restora 
tion or replacement or said value or damage, as the 
case may be, shall be charged to annual railway operating 
expenses. 
. The foregoing parts of this paragraph are subject to 
the proviso that in case of loss or damage any additions 
and betterments made in connection with or as a part 
of the restoration or replacement of property damaged 
or destroyed and chargeable under the accounting rules 
of the Commission in force Dec. 31, 1917, to investment 
in road and equipment, shall be charged to and paid by 
the Company. 

The Director-General shall not be liable to the Company 
for any loss or damage due to the acts of public enemies. 

(f) If any additions, betterments, or extensions are made 
to the property taken over or any equipment is added at 
the expense of the Company and with the approval or by 
order of the Director-General during Federal control, he 
shall expend and charge to railway operating expenses such 
sums either in payments for labor and materials or by pay 
ments into funds, as may be requisite for the proper 
maintenance, repair, renewal, retirement, and deprecia- 
tion of such property until the end of Federal control. 

(g) The Company shall have the right to inspect its 
property at all reasonable times during Federal control, 
and the Director-General shall provide reasonable facili- 
ties for such inspection. 

(h) If any question shall arise, either during or at the 
end of Federal control, as to whether the covenants 
provisions in this section contained are being or havé 
been observed, the matter in dispute shall, on the appl 
cation of either party, be referred to the Commissiol, 
which, after hearing, shall make such findings and order 
as justice and right may require, which shall be final 
as to the questions submitted and shall be binding ™ 
and observed by both parties hereto, except thal eithet 
party may take any question of law to the courts, tl 
so desires, 
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Section 6.—Taxes. 


Sec. 6. (a) All taxes assessed under Federal or any 
other governmental authority for the period prior to 
Jan. 1, 1918, including a proportionate part of any such 
tax assessed after Dec. 31, 1917, for a period which 
includes any part of 1917 or preceding years, and un- 
paid on that date, all taxes commonly called war taxes 
which have been or may be assessed against the 
Company under the act of Congress entitled “An act to 
provide revenue to defray war expenses and for other 
purposes,” approved Oct. 3, 1917, or under any act in 
addition thereto or in amendment thereof, and all taxes 
which have been or may be assessed on _ property 
under construction, and all assessments which have 
peen or may be made for public improvements, charge- 
able under the accounting rules of the Commission in 
force Dec. 31, 1917, to investment in road and equip- 
ment, shall be paid by the Company; but upon the amount 
thus chargeable to investment interest shall be paid 
io the Company during Federal control at the rate pro- 
yided in paragraph (d) of section 7 hereof. Taxes as- 
sessed during construction on additions, betterments and 
extensions made by the Company with the approval or 
by order of the Director-General during Federal control, 
shall be considered a part of the cost of such additions, 
betterments, and extensions and shall, under the _ pro- 
visions of paragraph (d) of section 7 hereof, bear interest 
as a part of such cost from the date of the completion 
of such additions, betterments, or extensions. Assess- 
ments for public improvements which do not become a 
part of the property taken over shall bear interest from 
the date of the payment of such assessment. 

(b) If any tax or assessment which under this agree- 
ment.is to be paid by the Company is not paid by it 
when due, the same may be paid by the Director-General 
and deducted from the next installment of compensation 
due under section 7 hereof. If any taxes properly charge- 
able to the Director-General have been or shall be paid 
by the Company, it shall be duly reimbured therefor. 

(c) The Director-General shall either pay out of reve- 
nues derived from railway operation during the period of 
Federal control or shall save the Company harmless from 
all taxes, and the expense of suits in respect thereof, 
lawfully assessed under Federal or any other govern- 
mental authority for any part of said period on the prop- 
erty under such control, or on the right to operate as a 
carrier, or on the revenues derived from operation, and 
all other taxes which under the accounting rules of the 
Commission in force Dec. 31, 1917, are properly charge- 
able to “railway tax accruals,” except the taxes and 
assessments for which provision is made in paragraph (a) 
of this section. 

(d) If any such tax is for a period which began before 
Jan. 1, 1918, or continues beyond the period of Federal 
control, such portion of such tax as may be apportion- 
able to the period of Federal control shall be paid by 
the Director-General, and the remainder shall be paid by 
the Company. 

(e) Whenever a period for which a tax is assessed 
cannot be definitely determined, so much of such tax as 
is payable in any calendar year shall be treated as as- 
sessed for such year. 

(f) In the event of a change by Congress in the system 
of taxation whereby the present distinction between war 
taxes and other taxes is altered or abrogated, the Di- 
tector-General shall continue to pay such part of the taxes 
imposed under such changed system, by whatever name 
they may be called, as will bear a fair relation to the 
taxes which under the Federal control act he is required 
to pay out of revenues derived from railway operations 
While under Federal control. 


Section 7.—Compensation 


Sec. 7. (a) The annual compensation guaranteed to 
the Company under section 1 of the Federal control act 
shall be the sum of 
dollars during each year and pro rata for each fractional 
bart of a year of Federal control, subject, however, to any 
Itcrease or decrease in the standard return hereafter made 
by the Commission as provided in paragraph (d) of the 
Preamble of this agreement. 

(b) The said compensation shall be paid to the Com- 
cong quarterly on the last days of March, June, September 
hd December of each year for the quarter ending there- 
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with, except that the first two installments shall be due 
as of March 31, 1918, and June 30, 1918, respectively, but 
shall be paid upon the execution of this agreement; but 
from each installment there may be deducted any amount 
then due by the Company under paragraphs (a) and (d) of 
section 4 hereof, under paragraph (b) of section 5 hereof, 
and under paragraph (b) of section 6 hereof, and all 
amounts required to reimburse the United States for the 
cost of additions and betterments made to the property of 
the Company not justly chargeable to the United States, 
unless such matters are financed or otherwise taken care of 
by the Company to the satisfaction of the Director-General, 
and the Director-General may apportion any such amounts 
to two or more subsequent installments: Provided, how- 
ever, That said power to deduct the cost of additions and 
betterments not justly chargeable to the United States 
shall not be so exercised as to prevent the Company from 
paying out the sums required to support its corporate or- 
ganization, to keep up sinking funds for the Company’s 
debts required by contracts in force December 31, 1917, to 
pay its taxes, to pay rents and other amounts properly pay- 
able by the Company for leased, operated or controlled 
roads and properties, to pay interest which has heretofore 
been regularly paid by the Company, and interest on loans 
issued during Federal control and approved by the Direc- 
tor-General; nor shall such deduction be made in respect 
of additions and betterments which are for war purposes 
and not for the normal development of the Company, nor in 
respect of road extensions, nor in respect of amounts due 
under paragraphs (a) and (d) of section 4 hereof, in cases 
where the current assets of the Company taken over by 
the Director-General under the provisions of this agreement 
clearly exceed the current liabilities of the Company paid 
or assumed by the Director-General under said section. 
In the event of a difference as to the fact whether addi- 
tions and betterments are for war purposes and not for 
the normal development of the Company, or as to whether 
an addition is a road extension, the question may be re- 
ferred to and determined by the Commission. 

The power provided in this paragraph to deduct the 
amount due by the Company for the cost of additions and 
betterments not justly chargeable to the United States 
is further declared to be an emergency power, to be used 
by the Director-General only when he finds that no other 
reasonable means is provided by the Company to reim- 
burse the United States, and, as contemplated by the Presi- 
dent’s proclamation and by the Federal control act, it will 
be the policy of the Director-General to so use such power 
of deduction as not to interrupt unnecessarily the regular 
payment of dividends as made by the Company during 
the test period. 

Overdue installments of compensation, or balances there- 
of, provided for in this section shall bear interest from ma- 
turity at the rate of five per cent per annum, except that if 
the Director-General shall, prior to the execution of this 
contract, have loaned the Company any money, the install- 
ments of compensation overdue at the date of the execu- 
tion hereof shall bear interest from maturity at the same 
rate as that charged to the Company on such loans. 


(c) During Federal control, the Company shall not, 
without the pior approval of the Director-General, issue 
any bonds, notes, equipment trust certificates, stock or 
other securities, or enter into any contracts (except in re- 
spect of corporate affairs and property not taken under Fed- 
eral control), or agree to pay interest on its debt at a 
higher rate, or for rent of leased roads and properties a 
larger amount, than the rates and amounts payable as of, 
or required by contracts in force on, December 31, 1917. 
The Company may, however, procure the authentication 
and delivery to it under any mortgage or trust deed or 
agreement in force December 31, 1917, of bonds or notes 
issuable thereunder in respect of additions, betterments, 
extensions and equipment, or for refunding purposes. 

(d) Upon the cost of additions and betterments, less 
retirements in connection therewith, and upon the cost of 
road extensions, made to the property of the Company dur- 
ing Federal control, the Director-General shall, from the 
completion of the work, pay the Company a reasonable rate 
of interest, to be fixed by him. In fixing such rate he shall 
take into account not merely the value of money, but all 
pertinent facts and circumstances, whether the money used 
was derived from loans or otherwise. 

(e) From its compensation so received by it or from 
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other income, if adequate for the purpose, the Company 
shall make all payments of interests, rents and other sums 
necessary to prevent a default under any mortgage or 
lease of any of the property described in paragraph 
(a) of section 2 hereof; and if at any time during 
Federal control the Company, by virtue of any change in 
the right of possession (subject to the rights of the United 
States) to any of said property or otherwise, shall no longer 
be entitled as between itself and any other person or cor- 
poration to receive the entire compensation herein pro- 
vided, such compensation shall be apportioned and paid, 


as between the parties entitled thereto, as justice and right | 


may require. 


Section 8.—Claims for Losses on Additions, Etc. 

(a) Prompt notice in writing, except as provided in 
paragraph (d) of this section, shall be given the Company 
of the making or ordering of any additions, betterments, 
road extensions, terminals, motive power, cars, or other 
equipment to or for the property of the Company costing 
more than one thousand dollars, with an estimate of the 
cost thereof. Such notice shall be given before the begin- 
ning of the work or the acquisition of the property when- 
ever in the judgment of the Director-General it is prac- 
ticable to do so. There shall be furnished the Company, 
as soon as practicable after the end of each month, a writ- 
ten statement of all expenditures estimated to cost one 
thousand dollars or less chargeable to investment in road 
and equipment authorized during the month, with a brief 
description of the work to be done or of the property to 
be acquired. Within a reasonable time after the comple- 
tion of such additions, betterments, road extensions, and 
terminals or the acquisition of such motive power, cars, 
or other equipment, a written statement of the final cost 
thereof shall be given the Company. The notices provided 
in this paragraph may be given to the president of the 
Company unless the Company designates some other officer 
to receive the same, in which event the notice shall be 
given to such other officer. 

(b) <Any claim of the Company for loss accruing to it 
by reason of expenditures for additions and betterments 
made to the property by the Company during Federal 
control in connection with or as a part of the work of 
maintaining, repairing, and renewing the Company’s prop- 
erty and chargeable under the accounting rules of the 
Commission in force December 31, 1917, to investment in 
road and equipment, except such expenditures as are in- 
curred in connection with the replacement of buildings 
and structures in new locations, may be determined by 
agreement between the Director-General and the Company, 
or, failing such agreement as to the fact or amount of 
such loss, the questions at issue may be referred by either 
party to the Commission, whose determination thereof, 
after hearing, shall be final and conclusive: Provided, 
however, That no loss shall be claimed by the Company 
and no money shall be due to it in respect of such addi- 
tions and betterments upon the ground that the actual cost 
thereof at the time of construction was greater than under 
other market and commercial conditions; and for the pur- 
pose of determining such controversy the amount paid for 
any addition or betterment shall be deemed the fair and 
reasonable cost thereof and shall be taken as the basis for 
such determination; nor unless the Company, within sixty 
days of notice to it that the work will be done, shall give 
the Director-General notice of objection thereto and shall 
make its claim within sixty days after notice of the com- 
pletion of the work. 

(c) Any claim of the Company for loss accruing to it 
by reason of any additions and betterments which are not 
made in connection with or as a part of the work of main- 
taining, repairing, and renewing the Company’s property, 
or by reason of road extensions, terminals, motive power, 
cars, or other equipment, or which are incurred in con- 
nection with maintenance in the replacement of buildings 
and structures in new locations, made to or provided for 
the property of the Company during Federal control, may 
be determined by agreement between the Director-General 
and the Company, or, failing such agreement as to the 
fact or amount of such loss, may, by proceedings insti- 
tuted not later than six months after the end of Federal 
control, be ascertained in the manner provided in section 3 
of the Federal control act: Provided, however, That no 
loss shall be claimed by thé Company and no money shall 
be due to it in respect of such additions, betterments, road 
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extensions, terminals, motive power, cars, or other equip. 
ment mentioned in this paragraph upon the ground that 
the actual cost thereof at the time of construction or a. 
quisition was greater than under other market and cop. 
mercial conditions; and for the purpose of determining 
such controversy the amount paid for any additions, bet. 
terments, road extensions, terminals, motive power, cars, 
or other equipment shall be deemed the fair and reasonable 
cost thereof and shall be taken as the basis for such de 
termination; nor unless within sixty days after notice t 
the Company of such construction or acquisition writtey 
notice is given to the Director-General by the Company 
that it will claim a loss in respect thereof. With and asa 
part of such notice the Company shall state its objections 
to such construction or acquisition as far as reasonably 
practicable at the time. 

(d) Where additions, betterments, or road extensions 
have been made to, or terminals, motive power, or other 
equipment provided for, the property of the Company dur. 
ing Federal control but prior to the execution of this agree 
ment, the Director-General shall not be required to give 
the notice thereof provided for in paragraph (a) of this 
section and notice by the Company of any claim of loss in 
respect thereto may be given the Director-General within 
ninety days after the execution hereof; and such claims 
shall thereafter be proceeded with in the manner pro 
vided in paragraph (b) or paragraph (c) of this section, 
as the case may be. 

(e) The Director-General shall reimburse the Company 
for the amount of loss ascertained under this section with 
a proper adjustment of interest thereon. 

(f) The Director-General shall not acquire any motive 
power, cars or other. equipment at the expense, or on the 
credit, of the Company in excess of what in his judgment 
is necessary, in addition to its then existing equipment, 
to provide for the traffic requirements of its own system 
of transportation; but this provision shall not prevent the 
Director-General, after the acquisition of such equipment, 
from using the same, or any part thereof, on the line of 
any other Company. 

Section 9.—Final Accounting 

Sec. 9 (a) At the end of Federal control all the prop 
erty described in paragraph (a) of section 2 hereof shall 
be returned to the Company, together with all repairs, re 
newals,* additions, betterments, replacements and exter 
sions thereto which have been made during Federal con 
trol, except as any part thereof may have been destroyed 
or retired and not replaced, in which case the provisions of 
section 5 hereof shall govern and except that the Director 
General shall not be obliged to restore or replace property 
destroyed or damaged by the acts of public enemies. 

(b) At the end of Federal control the Director-General 
shall return to the Company materials and supplies equal 
in quantity, quality and relative usefulness to that of the 
materials and supplies which he received and to the e 
tent that the Director-General does not return such ma 
terials and supplies he shall account for the same a 
prices prevailing at the end of Federal control. To the ex 
tent that the Company receives materials and supplies 
excess of those delivered by it to the Director-General it 
shall account for the same at the prices prevailing at the 
end of Federal control, and the balance shall be adjusted 
in cash. 

(c) The total amount of the account “Net balance re 
ceivable from agents and conductors” at the end of Fed- 
eral control may be turned over by the Director-General 
to the Company. He may also turn over all assets which 
have accrued out of operation; and the Company shall to 
the extent of the cash received or realized from such a 
sets, pay and charge to the Director-General all expenses 
arising out of railway operations during Federal control 
including reparation and other claims, and may, unless 
objection is made by the Director-General, pay and chargé 
to him any such expenses including reparation and other 
claims in excess of the cash so received or realized. On 
the first day of the third month following the terminatiol 
of Federal control an accounting between the parties sh 
be had, and so on the first of each third month thereafter. 
Any balance found due either party shall be payable # 
of the date on which the account is stated and shall bed! 
interest until paid. if 

(d) At the end of Federal control there shali be pa 
to the Company without interest an amount of mone 
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equal to the cash working capital received by the Direc- 
tor-General from the Company, and also an amount equal 
to the other cash and special deposits received from the 
Company at the beginning of Federal control, together with 
any unpaid interest which may have accrued upon the 
said other cash and deposits under this agreement. There 
shall also be paid to the Company all special funds which 
were taken over by the Director-General as enumerated in 
section 2 hereof, and any funds created under the provi- 
sions of this agreement, except to the extent that such 
funds may have been properly used under this agreement. 

(e) Wherever under any provision of this section there 
is to be an adjustment of interest, it shall be at the rate 
of five per cent per annum unless the parties shall in any 
case agree on a different rate. 
















































































Before the railroads were taken over by the govern- 
ment an increasing number undertook development work 
especially designed to create new freight traffic. The 
officials, variously known as industrial, agricultural, horti- 
cultural, market, immigration, or exhibit agents or com- 
missioners, or by other titles are in some instances in- 
cluded among the officials of the traffic department, while 
in others they are in separately organized bureaus or 
departments. Some railroad companies have brought to- 
gether all special agents of this kind into a single depart- 
ment separate from their regular traffic department. The 
Southern, for example, organized a “development depart- 
ment” headed; by an assistant to the president and a 
commissioner, under whom are an assistant commissioner 
and special agents known as immigration, advertising, 
industrial, exhibit, horticultural, farm demonstration, chief 
farm products, market and tobacco agents, and a geologist. 
The Baltimore & Ohio similarly has a “commercial devel- 
opment department” divided into six bureaus: Industrial 
bureau, bureau of industrial surveys, facilities bureau, 
geological bureau, interchange commodity bureau and an 
agricultural bureau. 

Any railroad, whether or not it has special development 
agencies of this kind, may have general freight agents in 
charge of particular commodities. It is a common prac- 
tice to have a general coal freight agent, general live 
stock agent, a milk agent, or general dairy agent, etc. 
They are usually included in the traffic department, for 
their duties are mainly like those of the general freight 
agents, who are in charge of all traffic that has not been 
specifically assigned to special officials. They are, how- 
ever, frequently concerned with the development of new 
traffic, as well as with rate making and traffic solicitation. 


























Industrial Development Work. _ 





The industrial agent, or otherwise designated official 
performing industrial work, is primarily concerned with 
the location of new manufacturing plants on his line and 
with the development of those already in operation. He 
interviews and directs interviews with and corresponds 
with business men; co-operates with commercial organ- 
zations; informs other railroad officials of industrial re- 
sources and transportation needs; compiles detailed statis- 
tical and other industrial data; and at times issues pub- 
lications The industrial agent is a business promoter. 
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Methods of Developing Freight Traffic (Concluded)—Forty-third in the Course of Fifty-two 
Lessons Written for the Traffic World by Grover G. Huebner, Ph.D., Assistant 
Professor of Transportation and Commerce, University of Penn- 
sylvania, and Published Bi-weekly—(Copyrighted) 
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(f) After Federal control no claim by or against the 
Director-General shall be settled by the Company against 
the written objection of the Director-General or the Attor- 
ney-General of the United States. The conduct of all liti- 
gation before any court or commission arising out.of such 
disputed claims shall be im charge of the Company’s legal 
force and the expense thereof shall be paid by the Com- 
pany; but the Director-General or the Attorney-General 
may, at the expense of the United States, employ special 
counsel in connection with any such litigation. 

The next three pages indicate the manner in which the 
government would prefer to have the contracts executed. 
If in any case a special stockholders’ meeting is impractic- 
able, some other mode of execution, if deemed equally 
valid, will be accepted. 





It is for this reason, as well as because of the extensive 
co-operation with other railroad departments necessary to 
make his work effective, that many railroads have seen 
fit to detach him from the traffic denartment. 

The statistical work performed by the industrial agent 
covers a wide range. He compiles data concerning raw 
materials, markets, exports and imports, population, labor 
supply, nationality of laborers, wages, local customs and 
prejudices, living expenses and housing facilities, death 
rates and health conditions, banking facilities, taxes, fuel, 
water power, climatic conditions, warehouses, land leases, 
factory sites, terminal facilities, private sidings, freight 
services, charges and regulations, and other factors in- 
fluencing the production and distribution of manufactures. 
His statistical work virtually includes the taking of an 
industrial census. ; 

Some of the data collected is at times published in 
booklets entitled “Industrial Opportunities,” etc., for dis- 
tribution to business men. Industrial maps are similarly 
published, as are also periodical lists of the industrial 
plants that have actually located on a company’s lines. 

Industrial development work of a special kind is fre- 
quently performed by railroad geologists, who analyze 
ores and are experts on mineral resources. . 


Agricultural Development Work. 


Similar to this industrial development work is the work 
of developing the agricultural industries undertaken by 
numerous railroads. An extensive campaign of education 
has been conducted by some lines. The Pennsylvania 
Railroad, for example, has in recent years issued many 
thousands of copies of pamphlets dealing with alfalfa; 
the use of lime on land; planting; cultivation; pruning; 
spraying; the essentials of soil fertility; potato culture; 
seed grain suggestions; corn culture; beef production in 
Pennsylvania; use of dynamite on the farm; farming 
possibilities of the Delaware-Maryland-Virginia peninsula; 
good roads at low cost; and other similar agricultural 
subjects. The purpose of the company is stated as fol- 
lows: 

It means there will be more fertilizers to haul, more farm 
implements, more raw materials from which these tools are 
made, more crops to haul, and more passengers to carry; it 
means that the railroad will be doing its duty to the public 
and to its stockholders in the intelligent exercise of its initia- 


tive, and, when reduced to a finality, that the railroad is per- 
forming its share of the work which must be done by the newly 
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formed partnership—railroad and farmer—if agricultural com- 
munities are to progress and prosper. 

Agricultural education as conducted by railroads has not 
been confined to the distribution of publications. It has 
included co-operation with agricultural colleges and ex- 
’ periment stations; the operation of demonstration farms; 
the making of agricultural exhibits at county fairs and 
other farm product exhibitions; the delivery of lectures; 
and the running of “agricultural trains.” These trains, 
previously advertised or announced along selected routes 
extending through farming districts, variously include 
cars containing exhibits of farm products, fertilizers, im- 
plements, crop pests, soils, etc., and they are accompanied 
by lecturers and farming experts. In May, 1917, the Union 
Pacific as a typical instance ran a “farm preparedness 
special” consisting of seven cars with sixty-six lecturers 
and assistants. 


As the relationship between agriculture and the con- 
duct of the war became manifest many railroads made 
additional efforts to stimulate farm production. Various 
railroads provided seed free of charge or on credit to 
those who needed it or who agreed to prepare properly 
the soil, plant the seed, and harvest the crops; some took 
options on seeds until they could be turned over to farm- 
ers; others offered selected grain seed, cleaned and treated 
for smut, in exchange for grain owned by farmers. Some 
railroads have also made farm labor surveys, helped to 
organize labor exchanges, encouraged high school and 
college students to work on farms, and otherwise made 
efforts to provide farm laborers. One line purchased farm 
tractors.and gang plows and offered them to farmers on 
a cost-of-operation basis. Various lines offered the use 
of parts of their right-of-way and vacant lands to railroad 
employes and the public either free or on payment of 
small charges. Efforts were made to stimulate live stock 
production by organizing clubs and by encouraging the 
sale of calves and sheep for feeding and stocking pur- 
poses rather than for slaughter. 


Educational efforts have not been directed entirely to 
agricultural production. Realizing the importance of meth- 
ods of marketing, various railroads have instructed farm- 
ers and shippers of farm products in methods of packing, 
grading, marketing, loading, and handling. Some lines 
have gone even farther. They have supplied lists of 
growers and local shippers to commission men and other 
central produce market agencies; they have advertised 
the products of given districts, supervised their inspection 
and sale on arrival at markets, and at times have under- 
taken the sale of the products. 


Special kinds of agricultural traffic have sometimes been 
assigned to the care of special traffic agents. Thus a 
milk or dairy agent or commissioner with a force of 
assistants may encourage new fields for the production 
of milk and other dairy products. Central dealers are 
put into touch with producers, prospective milk producers 
are assisted in locating on farms in dairy regions, and 
in co-operation with the operating department a service 
for the prompt handling of dairy products is organized. 


Immigrant, colonial, or land agents, or otherwise des- 
ignated freight or passenger traffic officials or bureaus, 
encourage the location of immigrants as well as residents 
of the central west and east communities and newly 
opened land. Colonist trains have at times been run to 
encourage the taking up of farm lands. Some western 
railroads have offered large tracts of railroad-owned land 
for sale to prospective settlers. The eastern and western 
trunk lines, moreover, through their traffic associations 
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have, in co-operation with the steamship lines, made ary. 
rangements for the sale to immigrants of through oceap. 
rail transportation from foreign countries to. interior des- 
tinations and for the operation of an inexpensive immi. 
grant railway service. Activities of this kind concem 
passenger as well as freight traffic. 


Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as promptly 
as possible. No answers will be given by mail except for a fee. 


- Address “Help for Traffic Man,” The Traffic Service Bureau, 
Colorado Building, Washington, D.C. 
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Combination Coal Rates Under General Order 28. 
Q.—In regard to the complaint made by shippers in 

connection with the advances in coal rates due to the 

railroads misunderstanding General Order No. 28, the fol- 
lowing question has arisen and we would thank you for 
information covering the situation. 

How would the special supplements effective June 25, 
1918, be applied on a shipment from, say, New York to 
a point beyond the river where there are no through rates 
in effect? Would one obtain the combinations effective 
prior to June 25, add them and then refer to the rates 
in column B, special supplements, or would each com- 
bination be increased and then added togetther. 

A.—The rates in column B of the special supplements 
filed pursuant to order of the Director-General of Railroads 
effective June 25, 1918, carry an increase of twenty-five 
per cent and do not apply to coal or other commodities 
listed in section 2 of General Order No. 28, which com- 
modities are given specific increases except as otherwise 
provided in said section 2. Coal is given specific in- 
creases per net ton. It is the intention of the Director- 
General that the specific coal increases be applied to the’ 
through charge as it existed on May 25, 1918, whether 
such through charge is based upon a joint through rate 
or a combination of rates, and if the tariffs or special 
supplements filed by the roads which are operated by the 
Director-General do not so provide they are not in con 
formity with his order increasing the coal rates. That 
is to say, the proper way to determine the present through 
charge where there is no joint through rate in force is 
to combine the separate rates or factors as they were il 
force on May 25, 1918, and add to the total thus obtained 
the specific increases prescribed by the Director-General 
in section 2 of his order. Tariffs as published and filed 
govern. If they do not carry out the intention of the 
Director-General it would be well to call the particular 
instances to the attention of Director Prouty of the Divi 
sion of Publicity of the U. S. R. R. Administration. 
Showing Gross, Tare and Net Weights on Freight Bills. 

Q.—It frequently happens that members of this ass 
ciation receive carload shipments of lumber rated at & 
minimum weight, and in the course of weeks or months 
receive a revision showing scale weights. A number of 
our members have frequently requested the railroads to 
show gross, tare and net weights on their bills of ladins 
or freight bills, but this is only done in a few instances. 

I wish you would kindly advise if there is any rulilé 
governing this matter, for, while our shippers do not 
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want to be arbitrary, they desire to know what they are 
paying for before settling bills. Can a shipper request 
gross, tare and net weight on all cars before making pay- 
ment of freight charges? 

A—In the Matter of Freight Bills, 29 I. C. C., 496, the 
Commission said: “It is obviously the duty of carriers in 
rendering a bill for transportation service to state thereon 
such information as will enable the consignor or con- 
signee with the aid of the published tariff to verify the 
correctness of the charges which he is called upon to 
pay.” The weight of the shipment is information neces- 
sary to a verification of the charges and, as to carload 
shipments, the gross, tare and net weights are equally 
necessary to a verification of the weight upon which 
charges are assessed, as your own experience apparently 
demonstrates. In the investigation mentioned the carriers 
and shippers -agreed upon a form of freight bill which 
the Commission approved, and it will be noted that in 
tule 4 of the approved form it is required that “When 
charges are assessed on track scale weights, gross, tare 
and net weights on which charges are based and name 
of weighing station must be shown.” In the National 
Code of Weighing Rules submitted jointly by carriers 
and shippers and approved by the Commission on June 
9, 1914, it is provided in rule 7, section B, that freight 
bills must show “The point at which car is weighed and 
the gross, tare and net weights will be noted in ink or 
indelible pencil on regaular waybill and slip bill or card 
bill. * * * This information must also be shown on 
* * * freight bills.’ So we would say that you are 
clearly within your rights in demanding that your freight 
bills shall show the gross, tare and net weights of your 
shipments. 


EXPRESS RATES ON FISH 


The Trafic World Washington Bureau. 

The Washington Public Service Commission having filed 
a formal complaint against express rates on fish, the Com- 
mission has formally denied that body’s application for a 
modification of the rates allowed by the federal body to 
be increased ten per cent on June 17. Application for 
modification was filed July 16 and the formal complaint 
August 16, the Washingtonians having come to the conclu- 
sion that the matter could be disposed of in that way 
and that they could make a showing of unreasonableness. 


PERSONAL NOTES. 
The United Fruit Company announces the following ap- 
‘pointments in its freight traffic department: C. A. Tor- 
rence, assistant freight traffic manager, with headquarters 
at New York; J. W. Lees, acting general freight agent, 
with headquarters at New York, vice W. V. Harloe, re- 
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signed to accept service with the government; J. F. Van 
Riper, commercial agent, with headquarters at New York; 
W. J. Bennett, general western freight agent, with head- 
quarters at Chicago, vice Mr. Torrerice, promoted. 

The Kansas City, Clinton & Springfield» Railway i i 
added to the jurisdiction of Federal Manager. L. Kramer, E 
headquarters at St. Louis, Mo. 

Regional Director Smith announces that to G. L. Peck, y 
Federal manager at Pittsburgh, is given jurisdiction over a 
the Ohio River & Western Railway, and E. M. Costin, Fed- i 
eral manager at Cincinnati, receives jurisdiction over the 
Muncie Belt. : 
~ A. H. Smith, regional director, has appointed. Martin 4 
J. Alger executive assistant to the regional director. 

C. H. Markham and A. H. Smith, regional directors, an- . 
nounce the appointment of Walter B. Pollock as marine i: 
director, in general charge of the operation of all railroad- 
owned floating equipment in New York harbor. 

J. S. Davant, Memphis, cannot serve on the Southern 
Freight Traffic Committee, and T. M. Henderson, Nash- 
ville, has been appointed instead. 
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MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, Tl. 












WANTED—Change of location by married man, class four. 
experience responsible positions, accounting, ; 
Familiar construction 4 
i Minimum sal- | 
Address A. T. T., care of 






ary to start, with prospects, $2,100. 
The Traffic World, Chicago, Ill. 


Well known traffic man, open for “position September first; 
references, ability. honesty, aualifications, character. Address 
A. G.. care of The Traffic World, Chicago, Ill. 
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ergetic, exempt from draft and of large acquaintance in trans- > 
portation circles to communicate with ‘“Industrial,’’ care of : 
The Traffic World, Chicago, Ill. Al references. Now connected 
with trunk line railroad in executive capacity, i 
justify new field where there is opportunity for constructive 
work and advancement. 


TRAFFIC*MANAGER is seeking desirable opening; sixteen 
years’ exverience, railroad and industrial. Thoroughly familiar 
with I. C. C. regulations and procedure; rates and efficient 
handling of claims. Capable of assuming charge or organizing 
Address ‘‘Manager,’’ care of The 











Married. 
Traffic World, Chicago, II. 


TRAFFIC MANAGER, graduate La Salle University, inter- 
state commerce. Fifteen years’ railroad traffic. Age thirty-two. 
General experience in traffic matters. <A live wire with results. 
Pershing, care of The Traffic World, Chicago, Tl. 
















TRAFFIC MAN—Age 56, expert correspondent on claims, set- 
tlements, adjustments, executive ability, initiative. now em- 
ployed, seeks a wider field. Address P. G. 89, The Traffic 
World, Chicago, Ill. 


TRAFFIC MANAGER for industrial concern desires to make 
change and invites correspondence. Thirty-eight years oid, 
Twelve years’ actual experience traffic Jepartment 
large western carrier and eleven years as traffic manager for 
large industrial corporation. Capable of preparing and handling 
rate cases before state and federal commissions. Address 
M. W., care of Traffic World, Chicago. 


WANTED—Position as traffic manager or assistant traffic 
manager, in large concern. Ten years’ experience and above 
draft age. Address T. M. 358, Traffic World, Chicago, Ill. 


WANTED—Traffic with very large industrial concern 
where young man with twenty years of technical and practicalu 
traffic experience of a wide scope can have plenty to do. 
glad to discuss matter and furnish as references some of the 
best traffic people in the business, commercial and railroad. 
Address D. T. C. 20, The Traffic World, Chicago, Il. 
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WANTED—RAILROAD BILL CLERK. Flour milling com- 
pany has a splendid opening for man of good character and 
habits, experienced in freight rates. Give full particulars as to 
age, experience and references, with application. Address Law- 
renceburg Roller Mills Co., Lawrenceburg, Ind. 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


Cable Address “HARSTEELE” 
Established 1906 


Fervarig The J. H. W. Steele Co. ine. 


New York New Orleans Galveston 
Savannah Chicago 


Foreign Exchange 
Texas City 
San Francisco 


Special attention - to shipments eg y~ New 
pared to arrange 


Orleans for Latin Americas. We are pre 
— or credits on shipments. 


CHICAGO 


Chicago Storage & Transfer Co. (Not Ine.) 


5817-61 WEST 65TH STREET 
Excellent facilities for ing L. C. L. lots without cartage. 


distribution a specialty. motor 
very reasonable prices. Wieere for rent. 


INSURANCE RATE, 15 CENTS 24-CAR SWITCH 


Western Transfer and Storage Ce. 


220 BS ze STANTON ST. 
ages TE 


FORWA RODE! 8 AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 


EDGAR’S SUGAR HOUSE, INC. 
520-532 LAFAYETTH BLVD. 


DETROIT, MICH. 
a. E wy warehouses on tracks of princi rail- 


two Ly warehouses on the river 
rates in the city. ‘Twelve auto 


front. Lowest 
trueks for delivery. 


Buffalo Storage & Carting Co. 
$50 Seneca St., Buffalo, N. Y. 


Write for further particu 


Storage, Transfer and Forwarding 


Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


arehousemen and Forwarding Agents. Drayage and 
eavy Hauling a Mewes Ftreproof Warehouse. Low- 
est Insurance Rate in 


GA omeaion » TEXAS 


- 


oaktaND CALIFORNIA sackaienro 
POOL CAR SERVICE 


LAWRENCE WAREHOUSE @ 


CHICAGO 


Jos. Stockton Transfer Co. 


1083 Seuth Canal Street, near Tayior Street. 


venatag of Every Description—City Delivery Service 
and Cartoad Distributors 


Carload 
deliveries throughout the city at 


Vol. XXII, No. 7 Myugust 24 


nt 
John R. V 


RESHIPPING WAREHOUSE W: 
F.W. HAGEN 4& CO. 1131 EAST 77TH STREET A 


inter 


Munsey E 


———_—— 


LAN IN TRANSIT 
Governed by Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best ¢ Stee buting point in North and South Carolina. 
| Car Distribution, General Merchandise Warehouse, 
reproof Building, North and South Carolina Distributors 
Blectric Co., De Laval Separator Son 

. J. Johnson 1po8P Co., Milwaukee; Cu 
Packing Chicago, (Soap Products). Rates 
quoted? for erage and me mixed cars. Write us. 


AMERICAN BROKERAGE & WAREHOUSE Co. 


LINCOLN, NEB. 


Best Distribution Point In the West f Data f 
Merchandise in car lots distributed to all points. House- ames Os 
hold goods assembled and shipped in car lots at reduced = 
rates. Cars sent to our warehouses without charge. Exh 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and @ Sts. 
BORDER 


ST. JOSEPH TRANSFER CO. . 
‘ «pony EXPRESS” Luther 
ST. JOSEPH - - - - MO. Inter 


MERCHANDISE STORAGE WAREHOUSE. Matter: 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTHED. 





Bureau 


Souther 
Transcrip 








Reference 








1680 Firs 


~ CINCINNATI, OHIO - 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a specialty. 





All Tra: 
Interstate 


THE CINCINNATI TRANSFER CoO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without . Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO. yocit™"5,70.7%, 
J.C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high freight rates means greater difference between ~amee 
and less carload rates than heretofore. 


po ? Tor distribution to North, South, East and West 





Louisville - Public. Warehouse: Co., Inc. 


LOUISVILLE, KY. 


Accumulators' and Distributors of All Classes of Freight. 
Have COMMERCIAL FREIGHT DEPOT Center 
~ of City, Storage, Traffic and. Transportation Depts. 
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COMMERCE COMMISSION 





John R. Walker 
WALKER & OWEN 
ATTORNEYS AT LAW 


interstate Commerce Litigation 
Exclusively 


Munsey Bldg., WASHINGTON, D. C. 








Bureau of Applied Economics 


Southern Buliding, Washington, D. C. 
Transcription, Compilation and Analysis 
of Data from Records of Interstate Com- 
merce Commission. 


Exhibits Prepared for Freight 
Rate Cases. 


References Furnished. 
Correspondence Solicited. 


BORDERS, WALTER & BURCHMORE 


Luther M. Walter John S. Burchmore 


Formerly Attorneys for 
Interstate Commerce Commission 


Matters Affecting Carriers and 
Public Utilities 
1680 First Natl Bank Bidg., CHICAGO 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Transportation Matters 
Interstate — 7 and State Commis- 
on 


SAN FRANCISCO, CAL. 
Merchants’ Exchange 


Oakland, Cal., Los Angeles, Cal. 
Ist Sav. Bank Bidg. Kerckhoff Bidg. 


| JOHN ANDREW RONAN 


ATTORNEY AT LAW AND COMMERCE 
COUNSEL 








Twenty Years’ Practical Experience in 
Transportation and Traffic Matters 


SUITE 713-715 CRILLY BUILDING 
35 SO. DEARBORN ST., 
CHICAGO 












LAW OFFICES OF 


FRANCIS B. JAMES 


14-5-6-7-8 Westory Bidg., WASHINGTON, D. C. 


Claude W. Owen 


R. W. ROPIEQUET 


ATTORNEY AT LAW 


Interstate Commerce and Public 
Utilities 
Murphy Bullding, East St. Louls, Ill. 
606 Mermod & Jaccard Bidg., St. Louls, Mo. 


WALTER E. McCORNACK 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 


Suite 1337 First National Bank Bldg., 
Chicago, Ill. 
Author of “INTERSTATE COMMERCE,” an au- 


thoritative legal treatise on the Federal regulation 
of interstate commerce and common ¢ ers. 


HARRY C. BARNES 


Commerce Attorney and Counselor 


Interstate Commerce Commission 
. Federal Trade Commission 
and Antitrust Cases 


Marquette Buliding, CHICAGO, ILL. 





S.C. BATES 


ATTORNEY AT LAW 
315-16-17 Holland Bullding 
SPRINGFIELD, MO. 


Interstate Commerce and Public Service 
Commission Cases. 





Isaac Born Arnet B. Cronk 


BORN & .CRONEK 
ATTORNEYS AT LAW 


Cases Involving Transportation and 

Public Utility Law. Practice before 

Interstate Commerce and State Com- 
missions and Courts. 


515-516 Occidental Bldg., Indianapolis, Ind. 


ARTHUR B. HAYES 


ATTORNEY AT LAW 
Colorado Building, Washington, D. C. 


Former Member ef the Department of Justice as 
Solloitor of Internal Revenue 


Interstate Commerce Litigation 
a Specialty 








Cc. D. CHAMBERLIN 


Attorney at Law and Commerce 
Counsel 


428-25 Guardian Bldg., Cleveland, O. 


CLIFFORD THORNE 


Rate and Valuation Cases 
Before Courts and Commissions. 


Lytton Buliding, 
Chieago. 





JEAN PAUL MULLER 


ACCOUNTANT AND ATTORNEY-AT-LAW 
420-424 Woodward Bidg., Washington, BD. C. 


Comme Tyecting Dinenaieh on Cuming Aatiem, 
Cost of Service Tests and Comparisons, and er 
Rate Litigation before State and Federal Commis- 


sions and 


JOHN P. DEVANEY 


ATTORNEY AT LAW 


LAW OF CARRIERS AND INTERSTATE 
COMMERCE PRACTICE 


Sulte 819-24 First Nat.-Soo Line Bldg. 


MINNEAPOLIS, MINN. 
H. J. SHAY, Notary. 








HAL H. SMITH 


(Beaumont, Smith & Harris) 
Practices Before Interstate Com- 
merce Commission 


1123-28 Ford Bldg., Detroit, Mich. 


H. L. Winston B. E. Slawter 


WINSTON & SLAWTER 


Practice before Interstate Commerce 
Commission and State Railroad 
Commissions. 


Hibernla Bank Bidg., New Orleans, La. 








GEORGE B. WEBSTER 


Counsel in Interstate Commerce and 
Public Service Commission Cases 


International Life Building 
St. Louis 





Ase a Priend ef THE TRAFFIC WORLD please mention this paper in writing to atterneys. 











Vol. XXII, No, ; 





THE TRAFFIC 





WORLD 


TABLE OF CONTENTS 










EDITORIAL 
Short line treatment—More, not less, service..............eeeeeees 










CURRENT TOPICS IN WASHINGTON 
Why not some publicity—Small addition to tax on transportation— 

Potential rate disturber—McAdoo on government operation— 

SD: SiR NI SNE = hao oon. wdc Sn ole alia pb ae ca seca Dae 


| 






CONSOLIDATED CLASSIFICATION HEARING...............0 eee ce ee eeues 







DECISION OF THE ‘INTERSTATE COMMERCE COMMISSION 
Heated car rules; I. and S. 1155 (50 I. C. C., .620-625)..........0.. 







TENTATIVE DECISIONS OF THE INTERSTATE COMMERCE COMMISSION 
Royal Milling Co. vs. Great Northern R. R.; case 7803, with which 

was heard the same company’s case 7894............0..02000. 373 

Rice Potato Co. vs. Baltimore & Ohio et al.; case 10081.......... 373 








ORDERS AND PLANS OF THE RAILROAD ADMINISTRATION............ 


Peomes Summa MEETING BM. i. T. LEMOUE. 20.02. ccc isto c es. 







FORMS OF PROCEDURE PRESCRIBED BY THE I. C. C...............20% 
.BACKING AMERICAN SHIPS WITH AMERICAN DOLLARS—E. N. Hurley. .391 









EFFICIENCY IN TRAFFIC 
Houston harbor facilities—Truck owners’ conference—New routing 
SUI ORT GUE TONIOD 6 io 65 oinc mea heccibesuelcevedpenesan 











LEGAL DEPARTMENT 
Knotty questions on interstate commerce asked by subscribers 
SE Aa SN I x5 SE os ata voces a DLS TING ores sae gee acta ee 











HELP FOR THE TRAFFIC MAN 
Questions on practical traffic matters answered by an expert..... 






I NN apd oo pres «16a. s Kd ow pguesinea a a sedea dae we male bes Op sib emre Se 








FOOD ADMINISTRATION CARLOAD MINIMA............. cece eee ee ne eeee 





NEW COMPLAINTS 
Digest of this week’s petitions filed with the Commission.......... 










DOCKET OF THE COMMISSION 
Assignment of dates and places for hearing. and argument before 
Sam eieers- BOE GUATRIBOTE ..... o 55.0 bc 6 cick ce cee eda cacecuacs 406 






THE TRAFFIC SERVICE BUREAU 


WASHINGTON, COLORADO BUILDING CHICAGO, 418-430 S. Market. Street 
Telephone, Main 3340 Telephone, Harrison 8808 








August 24, 1918 THE TRAFFIC WORLD . 355 


STRAP 
YOUR 
BOXES 


GERRARD METHOD 


of 


-ROUND WIRE BOX STRAPPING 


You will eliminate thé expense and trouble of LOSS 
and DAMAGE CLAIMS. The box is tied together 
rigidly at the points really needing protection. No 
extra nails to puncture your package—applied easily 
and fast—40 to 60 boxes per hour. The strapping 
tool is loaned to you free of charge. Your only ex- 
pense is material and labor. It assures the arrival of 
your product at its destination just as it left your 
shipping room. 






















It Makes. the Wooden Box an Indestructible Package 


“ The Sie That Binds ‘4 


‘ LIST OF OFFICES AND ADDRESSES 
New bmg ORES O ES LOR TPCT POTTS ee 77 Warren Street I as F060 o94be0 nb enedeewnss 202 So. State Street 





SS re rere eee 7 Frank Street SE ee! 12% First Avenue, South 
Cleveland, Gs sccdecccemes “iis A Clair Avenue, N. W. OM PO: DORivecccccctesescscces ant Market Street 
PRUGGRIIIR, PGe. oi cccccvcceccmn N. Delaware Avenue pS RE Se Sey a 9 Oliver Building 
ES er eer eee 109 South Street New Guleene, Wiles aeweetawsnead 614- éig” So. Peters Street 

Mi SR, BN 500s sd cen waderecnsée ceeds 206 So. 7th Street 






—_————— OOO 





Safeguarding the Nation’s Resources 


Battleship gray, the new color of the 
American Railway Express auto trucks, 
typifies the spirit of the organization. 


The express army of 125,000 skilled 
men is united for one great purpose— 
to give the Government and the private 
shipper efficient transportation service. 


Shipments entrusted to the express are 
given the personal attention and care 
that insure quick and safe delivery. 


Depend upon 


American Railway Express 
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